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| coal, may be classed as the second method, and is represented | The action of the blast is to produce a vacuum in the inside 
| by the engravings—fig. 1 being a transverse and fig. 2a longi-| of the petticoat-pipe P, the effect of which is to draw the 
| tudinal section through the smoke-bo. Fig. 3 is a horizontal | smoke, sparks and cinders into it at the bottom, P’, which is 
\ section of the petticoat and exhaust-pipes on the line A B. made “flaring” or bell-mouthed. To prevent the sparks 
It may be well to explain here that the almost universal | from escaping up the chimney, a wire netting is put into the 
. Ws Sin re 3s as aig practice in this country is to place the blast-oritices or ex- Petticoat pipe at 4 B and extends all the way across, with, 

5 FRIDAY, FERRUARY. 98, 2900, _ haust-nozzles at the bottom of the smoke-box, and then use a the exception of an opening in the centre for the exhaust. 
~ | convey or petticoat-pipe to assist the action of the blast, or, | Pipe C ©’. In order to give sufficient area of opening through, 
| in the vernacular of the engine-houses, to “lift the sparks.” | this netting, the petticoat pipe is swelled out at A B into the, 
There is, perhaps, no part of a locomotive on which more | In Europe, on the other hand, the blast-orifice is almost uni- shape represented in the engravings. 
ingenuity has been exercised than on the chimney, or, to! versally carried up to the base of the chimney, and no con-! The upper end N of the petticoat pipe is contracted to 
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use the ‘American language,” the “smoke-stack,” and | vey-pipe is used. It may also be added that in this country | about 614 in. diameter, and extends up into the base of the 
arrangements for catching cinders and sparks. Probably | the practice seems to be about equally divided between the | chimney. The action of the escaping steam through Nis to 
the use of wood almost exclusively for fuel in this country | use of single and double exhaust-nozzles, whereas the general | create an induced current at the base of the stack, at the 
in the early days of railroads gave an impetus here to this | practice in Europe is to use a single orifice, | same time that a similar current is produced by the blast 
kind of inventions, owing to the combustible character of From the engravings it will be seen that M>. Davis’ plan ‘orifice on C the inside of the petticoat pipe. at — 7 
the sparks from a wood fire. This impetus has been contin- is in a measure a combination of the two systems. Instead | V draws the smoke, etc., from the preggo ke pth 
ued, and the methods employed have been retained since | of placing the blust-orifice C at the bottom, he carries it a | the chimney. To prevent cinders, etc., roms: “ as 
coal has been substituted for fuel instead of wood. | little above the centre of the smoke-box. He then surrounds | With it, a wire-netting, D D, is placed apa ye pe od 
To “catch” sparks, or, rather, to make them harmless, | it with a peculiar-shaped petticoat-pipe, P P’, which extends tending all the way = tee “ Leche seers ae 
three distinct methods have been adopted. The first con- | from near the bottom of the smoke-box up into the base of | tube-plate to the smoke-box doo Mv m % 
sists of some arrangements in the fire-box, which will pre-| the chimney at N. The chimney is what is known as a| In the horizontal section, fig. 3, the petticoat pipe is — 
vent their escape into the tubes ; by the second method they | * plain stack;” that is, it has no deflectors, wire-netting or | sented as of an oval form. Recently it has been = ° 4 
are caught in the smoke-box ; and the third and by far the | other contrivances for catching sparks. It is made slightly | cular, with a diameter equal to the longest axis of ’ - aie 
most common way, is to catch or arrest them in the chimney | tapered, though, being 15 in. diameter at the base and 17 in. at | The action of this apparatus is described as follows by the 
or smoke-stack. the top, as this form has been found to increase the efficiency | inventor: | erties 
Mr. Davis’ plan, which is especially designed for burning | of the draft. “The sparks passing into the smoke-box will be intercepter 
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in their upward tendency by the perforated diaphragm 


(wire netting), or plate, D D, and be deflected downward 
upon the botton of the smoke-box. The steam being ex- 
hausted in the pipe P through the pipe C will create a 
vacuum in P. By the suction thus produced in P, the sparks 
will be drawn into said pipe, where they will be again inter- 
cepted and comminuted by the perforated diaphragm (wire- 
netting), A B, and at the same time be extinguished, thus 
preventing their leaving the stack S, out through which they 
are drawn in a live condition. The tapering form of the 
pipe S increases the draft.” 

It is claimed for this invention that it will reduce the con- 
sumption of coal, that it equalizes the draft in the tubes so 
that they never require cleaning, and that, owing to the 
better distribution of the currents of air and smoke, the fire- 
box plates are not subjected to such concentrated heat ; that 
there is less back pressure in the cylinders than there is with 
the usual exhaust nozzles, that the piston-valves, etc., are not 
subjected to as much wear due to the sucking of gritty 
material into the cylinders when low nozzles are used, and, 
lastly, that the arrangement costs less than the common 
forms of smoke-stacks. 

On the Grand Trunk Railway 120 engines are equipped 
with the Davis spark-arrestor, on the Quebec, Montreal, 
Ottawa & Occidental there are 20, and a number on the In- 
ternational road, and other lines are trying them. 

The inventor is Mr. A. Davis, Master Mechanic of the 
Quebec, Montreal, Ottawa & Occidental Railway, and his 
address is Hochelaga, Montreal, Canada. 


~ Gontributions. 


The Path of a Four-Wheeled Truck. 


WHEELER SratTIon, Ala., Feb. 10, 1880, 
To THe Eprtror oF THE RAILROAD GAZETTE: 

While agreeing in the main with your answer to “J. O. 
8.,” relative to coned car-wheels, in the Gazette of Feb. 6, I 
desire to point out that the commonly-received opinion to 
which you refer in a general way, that a four-wheeled car- 
truck must necessarily move in a straight line, when the 
wheels on one side are of different size from those on the 
other, is erroneous, 

I have experimented with some care on this point, and the 
result was given in the published discussion on curve resist- 
ance, at the Cleveland Convention of the American Society 
of Civil Engineers, from which I quote: 

‘But admitting that the axles are held rigidly parallel, 
the power required to make the wheels follow the curve is 
not great. If a four-wheeled truck, having its axles fixed 
in a parallel position, and having the wheels on one side 
smaller than those on the other side, be placed on a plane 
surface and rolled forward, it will not move freely. Either 
the smaller wheels will be slipped on the plane an amount 
equal to the difference of circumference of the larger and 
smaller wheels, the truck will move forward in a 
straight line, or the larger wheels will be slipped laterally, 
in w. case the motion will be deflected toward the side 
with the smaller wheels, and the path of the trucks will be 
a curve. The friction to be overcgme to slip the smaller 
wheels longitudinally, or the larger wheels laterally, is prob- 
ably about the same ; but the former acts upon the truck 
through a lever arm equal to the gauge of the track, and the 
latter with a lever arm equal to the wheel-base of the truck, 
and where the wheel-base is longer than the gauge, as is 
always the case in practice, the truck will move forward in 
a straight line; but if the truck were so constructed that the 
wheel- was shorter than the gauge, the conditions 
would be reversed, and the truck would move in a curve 
whose radius would have a constant ratio to the difference 
in circumference of the larger and smaller wheels. 

“This fact, which the writer has verified by experiment, 
seems to have been overlooked by other investigators who 
have ‘n'a sal maintained that ‘acar truck will always 


ti 





move ina ht line whether the wheels on one side be of 
the same or a different diameter from those on the other.’ 

** Assuming that my position is correct, it is clear that if 
the wheel-base and the gauge are just equal the lever arm of 
each, resistance would be equal, and a slight impulse would 
determine the direction of the motion within certain limits. 
In the ordinary car track with a wheel-base of 6 ft., the ten- 
dency to move in a straight line is to the tendency to move 
in a curve as 6 ft. 1s to4 ft. 1047 in. Hence the conclusion 
that the force required to guide. such a truck around the 
curve — is not of much magnitude, and that the effect 
of parallelism of axles has been generally overestimated.” 

It would be more accurate to say that such a truck would 
move in the direction of least resistance to its motion, and 
to determine this direction we must consider the relative 
amount of work done in sliding the forward larger wheel 
laterally and the smaller wheels longitudinally on the rail. 


S. WHINERY. 


Errata. 








Bancrort, Mich., Feb. 4, 1880. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

On page 66 current volume, second paragraph, third line 
reads “eight reverse curves.” It should read ‘8° reverse 
curves.” Second line below reads ‘30 curves. It should read 
8° curves. It wasintended to convey the idea that the 
‘‘eight-degree reverse curves” on the Atlantic & Great West- 
ern, put up by rule, were in better condition for traffic 
than some three-degree curves on other roads elevated with- 
out the use of the level. Please correct, as it reads very 
awkwardly. Wm. 8. Huntineron. 





The Proposed National Law on Interstate 
Commerce. 


We noted last week that the Committee on Commerce of 
the House of Representatives, by a vote of 7 to 8, had refused 
to report the bill called the ‘“ Reagan bill” which has en- 
gaged so much attention during the past two years, but that 
® motion to reconsider this vote had been carried. Friday, 
Feb. 18, the question was taken upagain. What was known 
as the McLane bill, providing simply for a board of commis- 
sioners, was offered as a substitute for the Reagan bill and 
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rejected. A bill presented by Gen. Thos. J. Henderson, of 
Illinois, was then presented, and, after some discussion and 
the adoption of two amendments offered by Mr. Bliss, of 
New York, was adopted by a vote of 9 to 6, as follows: 

Yeas.—Representatives Bliss (Dem., N. Y.), Ross (Dem., 
N. J.), McLane (Dem., Md.), Deuster (Dem., Wis.), O’Neill 
(Rep., Pa.), Wait (Rep., Conn.), Henderson (Rep., Ill.) 
Townsend (Rep., O.) and Russell (Rep., Mass.)—9. 

Nays.—Representatives Reagan (Dem., Tex.), Kenna 
(Dem., W. Va.), Thomas Turner (Dem., Ky.), Acklen (Dem., 
La.), Beale (Dem., Va.), Clardy (Dem., Mo,)—6. 

The bill was ordered to be reported to the House, with a 
request that an early day be assigned for its consideration. 
THE BILL. 

The bill adopted provides for the immediate appointment, 
with the consent of the Senate, of a ‘“‘ Board of Commission- 
ers of Interstate Commerce,” to beestablished as a Bu- 
reau of the Iuterior Department. The Commissioners first 
appointed are to hold office respectively for two, four and six 
years, from the first day of July next following their ap- 
pointment, and one Commissioner is to be appointed before 
the first day of July in each second year thereafter. Va- 
cancies caused by resignation, removal or otherwise are to 
be filled by appointment for the residue of the unexpired 
term. Commissioners are to receive annual salaries of 
$5,000 each and traveling expenses, are to be provided with 
all necessary clerical assistance, including the services of a 
secretary and accountant, at salaries of $2,500 per annum. 
The bill continues as follows : 

Sec. 3. Said Board shall exercise a supervision over that 
portion of the business of all railroads which may pass from 
one state or territory into or through one or more other 
states or territories, or to or from any foreign country; but | 
such supervision shall be limited to questions of commerce 
between the states and the methods of operating railroads 
by railroad corporations as affecting said commerce, and 
shall not, except within the limits of territories, or in the 
case of the crossing of navigable waters, extend to any other 
portion of the business of said railroad companies, and over 
the transportation of all property by railroad from one 
state or territory into or through one or more states or terri- 
tories, or to or from any foreigncountry, whether such prop- 
erty be carried by one railroad or by several railroads run- 
ning in connection with each other, and whether such com- 
merce be carried on roads lying wholly within one state or 
more. 

Sec. 4. The said Board shall prescribe a railroad year, and 
a system of reports covering said year to be rendered by all 
railroad companies herembefore described ; examine the | 
books and accounts of said companies in any manner affect- 
ing the said commerce between the states at such times as 
may be deemed by them necessary ; see that all United 
States laws relating to said companies are enforced ; furnish 
such information to the several departments of the gover- 
ment or the government directors of any of said railroads in 
regard to the tariff of fares and freight on such business or 
the accounts, as aforesaid, of said railroads, as may be re- 
quired of them, or as they may deem expedient, and annual 
reports of their doings to the Secretary of the Interior on or 
before the first day of November of each year, and otherwise 
endeavor to procure the data necessary to the gradual enact- 
ment of an intelligent system of national legislation regulat- 
ing interstate railroad commerce. 

Src. 5. 1t shall be the duty of said Board to investigate all 
complaints which may be forwarded to it of discriminations 
in the charges made for its services, as a common carrier, in 
commerce between the states, by any railroad corporation 
or corporations, and if such charges are or and for- 
warded by an incorporated Board of Trade or Chamber of 
Commerce, or any state or city government, the investiga- 
tion, if so desirea by the parties forwarding the complaint 
upon which it is founded, shall be made by one or more 
Commissioners on the spot where such cause of complaint 
originated, or wherever else it may be found most con- 
venient, and the results of all such investigations and the 
findings of the Commissioners thereon shall be reported in 
writing to the parties thereto, and included in the next an- 
nual report of the Board. 

Src. 6. Whenever it shall appear to said Board that any 
railroad corporation or other organization or person has 
failed in any matter appertaining to commerce between the | 
states to perform its or their duties as a common carrier, or | 
has violated its or their duties as such, or that any change | 
is necessary or expedient in the manner in which it or they | 
conduct its or their business as such common carrier between | 
the states, in order to promote the public interests, they | 
shall give notice thereof in writing to said corporation or | 
organization or person, with a statement of such changes as 
they adjudge to be proper, and if such corporation, organi- 
zation or person refuse or neglect to comply with their 
recommendations they shall make a statement of the facts 
in relation thereto, including the reasons assigned for such 
refusals by the party making the same, in their next annual 
report, and of such action or legislation as they recommend | 
in consequence thereof. | 

Sec. 7, Whenever, in the judgment of said Board, it shall | 
appear that any corporation, organization or person owning | 
or operating any railroad or other means of transportation | 
has violated any law of the United States relating to said | 
railroad, organization or person, or has in any respect or | 
particular neglected to comply with the terms of any such 
law, or that any person or corporation or organization has | 
violated or neglected to pane | with the terms of this act, | 
they shall give notice thereof in writing to such person, or- | 
ganization or corporation; and if the violation or neglect is | 
continued after said notice, they sha]l forthwith present the | 
facts to the Attorney-General of the United States, who shall | 
take such proceedings thereon as he may deem necessary and | 
expedient. | 

kc. &. Said Board of Commissioners, in any investiga- 
tion conducted by or before them, shall have power to sum- 
mon witnesses and direct the production of books, papers, | 
contracts and reports relating to any subject-matter of com- | 
piaint for alleged violation of the provisions of this act, and | 
in case any person so summoned shall fail or refuse to ap- | 
pear or to produce any papers, contracts or reports which 
may be called for as aforesaid, the attendance of such wit- | 
nesses and the production of such books, etc., in so far as 
they relate to the questions and business referred to in | 
Sec. 5 of this act, may on application of said Board be | 
compelled by or before any United States Commissioner, as 
in civii cases depending in district or circuit courts of the 
United States, and such investigations when practicable 
shall be conducted in the general] office of the corporation 
owning said papers, 

SxEc. 9. No company or companies, railroad corporation or 
corporations, person or persons so engaged, as aforesaid, in 
operating a line or lines of railroad through two or more 
states or parts of states, as aforesaid, shall charge, collect, 
demand or receive more than a fair and reasonable rate of 
toll or compensation for the transportation from one state or 
territory to another state or territory, or to or from any 
country, so far as the same shall relate to commerce between 











the states, of freight of any kind or description, or for the 
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use and transportation of any railroad car upon its track * 
and for each and every violation of this act, by charging, 
collecting, demanding, or receiving more than such reason- 
able rate, the company or companies, corporation or cor- 
porations, organization or organizations, person or persons 
so offending, shall be jointly and severally liable for extor- 
tion, and subject to the forfeitures and penalties hereinafter 
provided. 

Sec. 10. No railroad corporation, organization or person, 
whether engaged alone or associated with others in the 
transportation of property between the states by railroad, 
steamboat, canal-boat or other water craft within the pur- 
view of this act, shall directly or indirectly charge to or re- 
ceive from any person or persons any greater or less rate or 
amount of freight charge or compensation than is by them 
charged to or received from any other person for the same 
facilities and for like and contemporaneous service under 
similar circumstances and conditions in the carrying, stor- 
ing or handling of the same on or over the same line of 
transportation; and all such railroad corporations and per- 
sons engaged as aforesaid shall furnish, as nearly as may be 
and as may reasonably be within their power, and without 
discrimination, the same facilities for the carriage, storage 
and handling of all property of like character carried by it, 
him or them as aforesaid, and shall as near as reasonably 
may be perform with equal expedition the same kind of ser- 
vices connected with the contemporaneous transportation 
thereof as aforesaid. No break of bulk or interruption nor 
any contract or understanding shall be made to prevent the 
carriage of any property from being treated as one con- 
tinuous carriage in the meaning of this act from the place of 
shipment to the place of destination, unless such stoppage, 
interruption, contract or understanding was made in good 
faith for some practical and necessary purpose, without any 
attempt to avoid or interrupt such continuous carriage or to 
evade any of the provisions of this act. 

Src. 11. No person engaged in the transportation of prop- 
erty between the states, or otherwise, as aforesaid, shall 
directly or indirectly allow any person any rebate, draw- 
back or other advantage in any form upon shipments made 
or invoices rendered by him or them which under like con- 
ditions, and for the same contemporaneous service, is not 
allowed to all other persons, nor shall any person or persons 
for whom such service is done accept or receive such rebate 
or drawback or advantage in any form; and the penalties 
provided in this act shall apply to the receiver of such rebate, 
drawback or other advantage, as well as to the party paying 
the same. 

Sec. 12. The said Board of Commissioners shall inquire 
into that method of railroad management known as ‘ pool- 
ing,” and state the result of their inquiry in their first 
annual report, and whether in their opinion and judgment 
any, and if so, what, legislation is expedient in relation 
thereto. 

Sec, 13. No persons engaged in the carriage, storage or 
handling of property as mentioned in the 10th and 11th 
sections of this act shall enter into any combination or 
agreement the object of which shall be to prevent by 
charges of schedule carriage in different cars, breaking dif- 
ferent car-ioads into less than car-loads, or by any other 
means, the carriage of such property being continuous from 
the place of shipment to the place of destination, whether 
carried on one or on several railroads, 

Sec. 14, The provisions of this act shall include the car- 
riage, storage and handling of all property on one actually 
or substantially continuous inter-state carriage, or part of 
such carriage as provided for in the 10th and 11th sections 
of this act, and the compensation therefor, whether such 
property be carried wholly on one railroad or partly on sev- 
eral railroads or wholly on the lakes, or partly on railroad 
and lake, or partly on railroad and canal, and whether such 
services are performed or compensation paid or received by 
or to one person alone or in connection with another or other 
persons. 

Sec. 15. Any corporation or person guilty of a violation 
of the provisions of this act shall forfeit and pay to the per- 
son or persons who may sustain damages thereby a sum equal 
to three times the amount of the damages so sustained, to be 
recovered by suitin any district or circuit court of the 
United States, where the person or corporation causing such 
damage can be found or may havean agent or place of 
business; and the corporation, organization or person so of- 
fending shall, on conviction, forfeit and pay for such offense 
a penalty of not less than $1,000, to be recovered by the 
United States by action on information of the Commissioners 
of Interstate Conference, or otherwise, in any district or 
circuit court of the United States, one-half of such penalty, 
when collected, to be paid to the party damaged by such 
violation of the law and bringing action thereon. No 
action shall be sustained unless brought within one year 
after the cause of such action shall accrue. 

Src. 16. Nothing in this act shall apply to the carriage, 
storage, or handling of property less than a car-load, or 
wholly within one state, and not contracting to be carried 
beyond such state or territory, or to property carried for the 
United States, or to the transportation of articles free or 
at reduced rates for state or municipal governments, or for 
charitable, educational or scientific purposes, or to or from 
public fairs and expositions for exhibition thereat. 

Sec. 17. In the construction of this act, the words “ rail- 
road ” or *‘ railroads” shall be construed to mean a railroad 
or railroads engaged in transporting property from one 
state or territory into or throughs one or more other states or 
territories, or into or from any foreign country, and no 


| others, whether the same be operated by the corporations 


owning them, or by other corporations, or otherwise. The 
phrases “ railroad corporation” and ‘railroad company ” 
shall be held to ,be synonymous, and to signify a corpora- 
tion which either owns or operates a railroad, and the terms 
‘person ” or ** persons,” wherever used herein, shall include 
corporations and joint stock companies as well as individuals. 

The nineteenth and last section appropriates $25,000 for 
carrying into effect the provisions of the bill from the date 
of its enactment to June 30, 1881, and provides that no 
pending litigation between railroad companies shall in any 
way be affected by the provisions of the act. 


Minority Report of the New York Railroad In- 
vestigating Committee. 


Last Tuesday Mr. Thomas F. Grady, member of the_Jast 
Assembly but not of the present one, and a member of the Hep- 
burn Investigating Committee, submitted to the New York 
Assembly a minority report. In it he takes up the charges 


|made against the railroads by the Chamber of Commerce 


serialim, and answers them. He says: ‘* The charge, in their 
language, ‘that an English merchant is given a rate from 
Liverpool! to Chicago less than the combined ocean rate to 
New York and rail rate to Chicago,’ was proved to have 
been untrue for nearly two years prior to the date of this 
statement. lt was alsoshown to have been a fact only for 
the limited period between July 1, 1877, and December of 
that year, and to have been caused by old contracts which 
were uniformly discontinued by all the trunk railroads as 
soon as practicable, 

**The serious personal and official allegation that rates 
were in February, 1879, made unnecessarily high to main- 
tain fast freight lines, bridge companies, rolling-stock com- 
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panies, local lines leased upon exorbitant and collusive 
terms, stock-yard companies, construction and supply com- 
nanies, lighterage companies, elevator and other terminal 
aciliiy companies, was made, specifying each such com- 
pany in the ‘indictment.’ Notwithstanding the promise of 
counsel, it was not even attempted, during the entire inves- 
tigation, to prove that any construction or supply company 
existed in connection with any surface railway in the state, 
whether to unjustly deplete their revenues or otherwise. 

‘The charge that the trunk lines establish differential 
rates between the various sea-board cities and the West, un- 
just. to the state and city of New York, was not proved in 
the sense that they control and determine the question, but 
it was proved that the excessive and unusal terminal ex- 
eg required by the canal usages of the harbor of 

ew York, which expense is charged by the railways to 
their connections only, at but 60 cents per ton, instead of 
the cost to the New York roads of from 80 to 85 cents per 
ton, is deducted from the actual rate from Chicago to New 
York, and the remainder of the through rates from Chicago 
to Jersey City and Sixty-fifth street are as low as the rates 
from Chicago to Baltimore, and 1 cent per 100 pounds less 
than to Philadelphia. 

‘“* The charge that ‘some discriminations are based entirely 
upon personal favoritism’ was founded solely upon certain in- 
stances alleged against the New York Central Company, 
which action it had, in large measure, corrected prior to the 
presentation ef the majority report. 

“The grave accusation stated, without exception, b 
those who should not have made it universal without ample 
cause and proof, that the ‘ whole system of special contracts 
=" from one state point to another,’ was not sus- 
tained.” 

“T concur with the majority of the committee, after a 
careful consideration of all the testimony, in the belief that 
a pro-rata freight law would be most injurious to the inter- 
ests of the city and interior state, as well as to those of the 
railroad companies. I, however, dissent from the view that 
the car-load is the inflexible unit of shipment, for the reason 
that if a furnace daily receives a train-Joad of ore, lime- 
stone and coal, and a car-load of the like articles is sent to 
an exceptional shipper, he has no claim for a rate which is 
given the furnace upon an average say of 5,000 car-loads 
per year, and, fer this reason, do not believe the unit can be 
fixed. In so far as the element of publicity is needful to the 
protection alike of the people and their transporters, I con- 
cur in the recommendations of my associates, reserving the 
suggestion that publicity has its evils within this state as 
well as its benefits, by enabling competing state and railroad 
companies to always be aware of the yates charged within 
New York state, while the citizens and railways of this state 
have no corresponding knowledge of their acts. 

‘Upon the specific recommendations of the committee, I 
dissent mainly from two of the proposed clauses in the ‘ act 
to regulate the transportation of freight by railroad corpo- 
rations.’ I concur in a just discrimination between special 
and preferential rates, and that adequate protection should 
be afforded against the latter, aan in that view concur in 
the intent of the first section of the proposed act. I dissent 
from the second section, providing vhat in no case shall a 
rate be more for a short than a long distance, whether upon 
one or more railroads. This requirement will be clearly in- 
operative, because no legislation can compel the Erie Com- 
pany to vary its regular rates, for example, from Bingham- 
ton to Port Jervis, passing through the state of Pennsyl- 
vania; nor the Lackawanna Railroad, from Binghamton to 
Syracuse, in favor of each other. * There is no ade- 
quate foundation for any such demand; no public necessity 
for it; and it would be impracticable and inoperative if 
passed. 

“The concluding paragraph of the third section is clearly 
pro rata in effect, contrary to the prior recommendations of 
the committee, and for that reason I respectfully dissent 
from it, * * * J object to it further because the railwa 
commissions in different parts of the world oppose it with 
the almost uniform testimony of their extended trial and 
experience. 

My. Grady says that the following additional safeguards 
may justly be required by the public interest: First—Ade- 
yt provisions of law rh to secure compliance with 
ormer legislation as to the proper meaning of the 10 per 
cent. division. Second—That the reports to the State 
Engineer be furnished with whatever amplitude and detail 
will more clearly enlighten public officers in the administra- 
tion of their duties, and the shareholding and financial 
interests affected thereby. 

On the subject of the proposed State Railroad Commission, 
the report objects to it for this among other reasons: “I 
object that wherever such commissions have been tried, they 
have accomplished no practical services for the states, commu- 
nities, or railroads they represent. for the cogent reason that 
they cannot have positive authority over rates, and their 
ositions and duties (the charters of the railroad companies 
veing observed) being simply advisory, the making and 
changing of all rates and c ainiaen continue to be as fully 
in railway hands and judgment as before, and such bein 
the case, I can discern no substantial benefits to be deriv 
by or for the people from mere consultation, or possibly in- 
terference in affairs which the Commissioners will have no 
right to regulate, enforce, annul or modify, while railway 
companies keep within their charters and the laws relating 
thereto, and when they go beyond such limits the remedy at 
common law is already ample and specific.” 

Aside from the recommendations of the majority on the 
subject of rates, Mr. Grady suggests that ‘each carrier 
having any part of its route within New York be required 
to show its through rate in each month of the year between 
Buffalo and New York, in comparison with the through rail 
rates between Chicago and the same sea-board cities, and in 
noth directions,” and that each company report annually all 
special or preferential rates. 


The First Chicago Railroad. 


From a paper by Augustine W. Wright, read before the 
Civil Engineers’ Club of the Northwest, in Chicago, Feb. 3, 
1879, we take the following account of the origin of the 
Galena & Chicago Union Railroad, the first railroad out of 
Chicago, and the beginning of what is now the great system 
of the Chicago & Northwestern : 


On Jan. 16, 1836, a charter was granted to build the 
Galena & Chicago Union Railroad. Ebenezer Peck and T. 
W. Smith prepared a charter, with the hope that it might 
be used, and would enhance the value of real estate, Ju 
Peck entitled it the Chicago & Galena Union Railroud, 
but Judge Smith objected to the title, inasmuch as Galena 
being the most important and largest place was en- 
titled to priority. Thereupon it was altered to the 
Galena & Chicago Union Railroad. The charter was made 
very liberal to induce capitalists to take hold of it. The 
road was to extend from Galena, in JoDavies County, to 
Chicago. Capital stock one hundred thousand dollars, 
with power to increase the same to one million dollars. 
Such portion of the road as the company might elect, 
might be a toll road with branches, The company was 


authorized to operate the road, either with animal power 
or steam, as they deemed best. Messrs. William Ben- 
nett, Thomas Drummond, J. C. Goodhue, Peter Semple, 
J. M. Turner, E, D. Taylor and J. B, Thomas, Jr., were 
named Commissioners to receive subscriptions to the 
capital stock of the company. The corporation was 
allowed three years from the passage of the act for the 
commencement of the construction of said railroad, and 
in 1888 work was commenced at Chicago. It was sup- 
posed impossible to embank through the slough lands ad- 
joining the city, and posts were put into the ground, cap- 
ped and longitudinal stringers placed upon them for sev- 
eral miles along Madison street, under the administra- 
tion of Mr. E. K. Hubbard. After a small expenditure, the 
work was suspended, and no further effort was made to 
prosecute the undertaking until 1846, when, in the opinion 
of some of the citizens of Chicago, the time had arrived for 
the construction of a railroad west from the city, The 
people as a whole, however, were not very enthusiastic, and 
many supposed that the enterprise must work to the disad- 
vantage of the retail trade of the city, and there was not 
much wholesale trade at that time. The first ques- 
tion discussed among those who had determined to 
inaugurate the enterprise was, whether it would be better to 
ask the Legislature to grant a new charter, or endeavor by 
yurchase to obtain the Galena & Chicago Union Railroad 
ranchise, then held and controlled by Messrs. Townsend 
and Mather, in the city of New York. Correspondence was 
opened with Mr. Townsend in regard to the purchase of the 
old charter, and in reply he stated that the charter and its 
evewty (which consisted of about one thousand acres of 
ae on the Des Plaines River), would be sold for the sum 
of twenty thousand dollars. 

The great liberality of this old charter, together with the 
desire for immediate action, caused a favorable feeling in 
regard to its purchase. William B, Ogden, John B. Turner 
and Stephen F’, Gale, pledged themselves in the sum of five 
thousand dollars each, toward the purchase, but finding 
difficulty in obtaining the fourth name for the same sum, the 
above named persems entered into an agreement to furnish 
the entire sum in three equal parts, provided better terms 
could not be made. After correspondence and interviews, 
Mr. Townsend submitted his second proposition, which was, 
that he was authorized to make a conditional offer of the 
charter and assets, and receive therefor the entire amount in 
full paid stock of the company, as follows: 

$10,000 immediately after the completion of the new organ- 
ization, and $10,000 additional upon the completion of the 
road to Fox River, or so soon as a dividend should be named 
of six per cent. ; reserving to himself the pion 6° of naming 
or having submitted to himself for his ongrexa the name of 
the persons who shall constitute the first Board of Directors, 

This proposition was accepted, and on Dec, 15, 1846, in- 
dividual subscriptions were made to defray the expenses of 
a preliminary survey, and the work was put in charge of 
Richard P. Morgan, Civil Engineer. 

On April 5, 1847, the first Board of Directors was chosen, 
as follows, the names having been submitted to and approved 
by Mr. Townsend: 

William B. Ogden, Walter J.. Newberry, Charles Walker, 
James H, Collins, J. Young Scammon, Wm. H. Brown, Jobn 
B. Turner, Thomas Dyer, and B. W. Raymond, of Chicago : 
William Noble Davis, of Aux Sable Grove ; Charles 8. 
Hemstead and Thomas Drummond, Galena; and Allen 
Robbins, New York 

Francis Howe, Secretary and Treasurer. 

At this meeting of the Board, the report of the preliminary 
survey was presented. 

A committee of the directors went over the entire line 

from Chicago to Galena for the purpose of ascertaining the 
amount of land that would contribute to the business 
of the road, After several weeks of careful observation 
and inquiry it was estimated that not over two and one- 
half per cent. of the entire country embraced im a strip of 
forty miles in width was in cultivation. Mr. R. P. Mor- 
gan, Chief Engineer, prepared a statement of the prob- 
able business of the proposed railroad, which was consid- 
ered as far in excess of the business the road would en- 
joy, by those to whom it was addressed, as the reality 
»sroved it to fall short. Mr. Ogden canvassed the city 
for subscriptions, but was only able to secure $20,000, 
and this from persons who had in view an advantage to 
their real estate. The expression of Dr. Eldredge will 
furnish an example. He subscribed for $500 worth of 
stock, paying 10 per cent. down, with the understanding 
that more would not be required. In a short time another 
assessment of 10 per cent. was made—then another and so 
on until he had paid 50 per cent. He became tired there- 
upon, and offered to give his five shares to Mr. H. G. 
Loomis if he would pay the balance due upon them. 
Mr. L. accepted, and had no cause to regret, for as soon as 
the road was completed to Fox River it paid successively 
half yearly, 10, 12, 15 and 16 per cent. dividends, 

Subscription books for capital stock were opened on 
Aug. 10 in Chicago and Galena, and at the towns in- 
termediate. The Chicago merchants reiterated their 
objections to the road, opposing it on the ground that it 
would injure their country trade, for towns would spring up 
along the railroad, and farmers would purchase from them. 
Others said the railroad would not reimburse them for the 
loss of patronage from the “prairie schooners.” Farmers 
subscribed for stock, with the agreement that they should 
not be called upon to pay down more than $5 per month. At 
last $250,000 was subscribed to the capital stock. 


In September, 1847, John Van Nortwick was chosen 
Chief Engineer for construction, and at once proceeded to 
locate the line from Chicago to Fox River. The surveys 
having demonstrated the fact that there was a fall of 3 feet 
to the mile toward the Chicago River for some distance, 
the pilling was abandoned and ditches dug along the 
line, the earth from between making an embankment for 
the road. Mr. Wells Lake was Chief Assistant Engineer. 
In the fall of this year the first seven miles from 
Chicago west was put under contract, In March, 1848, 
twenty-four additional miles of grading and _ bridging 
were put under contract. In the first annual report to 
the stockholders April 5, 1848, Mr. Ogden said: ‘It cannot 
have escaped the caerentien of all acquainted with the re- 
gion of country to be affected by the construction of this im- 
portant work, that if constructed now and extended east 
from Chicago, around the head of Lake Michigan till it 
meets the Michigan Central, as soon it will be, it secures 
to the country through which it passes the great 
Northwestern railroad thoroughfare for all time to 
come. No other continuous route of railroad will 
ever be made to that great and rapidly improving coun- 
try lying west and northwest of Lake Michigan, to the 
north of the southern end of that lake, If this road is 
established there first no line to the south of it, near enough 
to compete with it, will be at all likely to be built while the 
business of the country can be prosecuted upon the road in 
which we are now engaged. Indeed no other line to 
the south of it can compete with it for the trade 
and travel of more than half a million of people 
now at the north and west of it and tributary to it; and 
the only struggle we have to secure all the great considera- 
ations and ends we have in view lies in the completion of the 
road to Elgin, Once finished to that point, it will promptly 
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demonstrate its profitable character and usefulness, and 
command the confidence of all, and the means necessary to 
insure its immediate extension to its termination at Galena.” 

Messrs, Raym and Turner were sent East to endeavor 
to raise funds. Both were gentlemen of the highest reputa- 
tions, whose words were. as good as their bonds; and 
as the sequel proved, better than the. bonds of 
the railroad which they took with them. In the state of 
New York Mr. Turner secured $5,000 from some friends, 
Mr. Raymond $5,000 or $6,000 from his partner, Mr. 
Dexter, and $2,000 from Mr. Ferry, the father of the 
yresent director. They then went to the city of New 
fork. Mr. Raymond called upon a friend, explained, his 
business, drew out a bond from his pocket and invited 
the gentleman, who shall be nameless, to invest! Before 
starting East they had obtained an act of the Legislature 
permitting the company to pay 12 per cent. interest per 
annum on the first-mortgage bonds of the read to the amount 
of $60,000, The gentleman, taking the bond in his hand, 
examined it and exclaimed, * 12 per cent. interest !! Rail- 
road west of Lake Michigan !! Friend Raymond, the sooner 
you abandon this undertaking the better for you! Why, I 
et 7 per cent. for my money loaned on New York farming 
ands.” Of course he did not invest. 

They obtained about $15,000 of stock subscriptions, and 
persuaded George Smith to lend them about $7,000 on their 
personal guarantees, and proceeded from New York to 
Philadelphia to arrange with the Baldwin Works for two 
locomotives. Rev. Mr. Barnes, a boyhood friend of Mr. 
Raymond’s, introduced them to the engine manufacturer, 
indorsing their characters so highly that be promised them 
the engines upon their personal guarantee. This money 
served to complete the road, with the stock subscriptions, to 
the foot of Cottage Hill, across the swampy lands, about 
December, 1849. 

The first grade peg for the track was set by Mr. George 
W. Waite, Assistant Engineer, in June, 1848, near the 
corner of Kinzie and Halsted streets, the then western city 
limits, the city officials refusing permission to enter 
the city. Leave was, however, granted to lay a tem- 
porary track from that point to the North Branch of 
the Chicago River, in order to transport the locomotive 
to the road. This, the first locomotive in Chicago, was 
the *‘ Pioneer,” it had two driving-wheels, weighed about 
ten tons, and I think was manufactured by Baldwin. Of 
course it came by water. It was purchased second-hand from 
the Rochester & Tonawanda Railroad, and was unloaded 
upon a Sunday, Mr. Waite, Mr. Lake, Mr. Red- 
mond Prindiville and Mr. John Ebert assisting. The 
latter gentleman was the locomotive engineer and subse- 
quently the well-known Master Mechanic of the company. 
Mr. George C. Morgan, the prominent hydraulic engi- 
neer, was Mr. Waite’s rodman. It was the intention of the 
company to use first-class T rails, but their poverty wr 
vented, and Messrs. Raymond and Turner purchased at 
Buffalo a lot of second-hand strap rails that had been taken 
up from an Eastern road, on the personal credit of the 
Board of Directors, and six second-hand freight cars from 
the Michigan Central Railroad, also a second-hand locomo- 
tive, the ‘ Pioneer.” This engine with the six freight cars 
in tow plied backward and forward between the end of 
the track and Chicago, .To the former point the farmers 
brought their grain in quantity. An accurate account of 
expenses was kept for thirty days, which demonstrated 
the fact that the road was earning above operating ex- 
penses at the rate of 10 per cent, perannum. Mr, y- 
mond thereupon returned East with these figures and 
facts and called upon Mr. Dexter with the request for 
$30,000, the balance of the $60,000 required enable 
them to extend the road to Elgin. Mr. D. was President 
of the Whitestown Bank. He said the bank would let 
Mr. R. have the money, but upon investigation ascer- 
tained that the bank’s money was all out in circulation, 
being just then used to move the cattle to market. The 
cashier asked Mr. Raymond if be could use certificates of 
deposits in the bank, and receiving an affirmative reply, 
issued $380,000 of certificates of deposit in the bank im 
sums of $25 and $50. With these certificates and stock 
collections, Mr. John B. Turner, Managing Director, ex- 
tended the road to Elgin, by careful and economical man- 
agement, for which he was well prepared by his large 
and varied experience in the East upon canal and railroad 
works. Having reached Elgin in 1850 the road paid 
handsomely, The dividends were half-yearly, success- 
ively, 10, 12, 15, and 16 per cent., as before stated, and 
Mr. Raymond allowed himself the pleasure of informing 
his New York friend above spoken of, to the latter’s in- 
tense disgust at his want of foresight and lack of faith. 

The business of the road proved so large that it could not 
manufacture cars fast enough and had to borrow or pur- 
chase a considerable number of second-hand cars from the 
Michigan Central Railroad. 





RAILROAD LAW. 


A Land-Grant Decision. 

A Washington dispatch of Feb, 16 says: ‘The Attorne 
General has rendered an opinion touching the right of a land- 
grant railroad to deviate in constructing its road from the 
line of route adopted. The question arose in connection 
with the grant to the state of lowa to aid in the construction 
of a railroad from McGregor westerly. The portion of the 
road between Algona and Sheldon was built by the Chicago, 
Milwaukee & Si. Paul Company, and deviated from the 
line as surveyed and adopted by the McGregor & Missouri 
River Company about five miles at one point. The Attor- 
ney General holds that in order to entitle the state to the 
land, it is necessary that the road should be const ructed ac- 
cording to the line adopted. If a different road is built, it 
cannot entitle the state to the benefit of the lands. The ques- 
tion whether the road constructed is, or is not, the road, is 
one for the Interior Department to determine. Some de- 
flections must, in many cases, be expected, but there must 
be substantial compliance with the line of location. He also 
holds that where the state had a right to fix the points at 
which the road should be constructed, it could not thereby 
affect the rights of the United States.” 


Damages for Injury to Employe—Dead-Woods.— 

The Detroit Post and Tribune of Feb, 10 says: * Thecae 
of John L. Smithson against the Michigan Central in the 
Superior Court for several days past, was c mcluded with a 
verdict for the plaintiff for 5,000 damages. Smithson was 
a yard-man in the Michigan Central yard, and his hand and 
arm were caught between the bumpers of two freight cars 
and he was so badly injured as to be incapacitated from 
further labor. The cars were Erie cars, and were provided 
with ‘dead-woods,’ a device which is considered extremely 
dangerous, and which has been discarded by the Michigan 
Central on its own cars. The plaintiff was not aware that 
the cars in question had ‘ dead-woods,? and before he knew 
it his hand and arm were caught, he slipped, and was x 
ged along the track and had a narrow escape from being kill- 
ed. Counsel for plaintiff claimed that it was gross careless- 
ness on the part of the railroad company to make use of such 
cars, and that, therefore, it was liable for the injury to its 
employé. The case will undoubtedly go to the Supreme 
Court.” 
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important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
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THE SUBSTITUTE FOR THE REACAN BILL. 


The Reagan bill for the regulation of interstate com- 
merce by rail, which the House Committee on Com- 
merce last week voted not to report, was introduced 
in the House just about two yearsago. While pending 
in the House, it received no attention whatever 
from the railroad interest, we believe ; and when 
it was pressed to a vote, near the close of 
the session, only two hours were given for its 
discussion. It passed the House, and last winter came 
before the Senate. Here it was opposed in com- 
mittee by leading representatives of the railroad in- 
terest, who, however, generally approved the professed 
objects of the bill, but declared that some of its regula- 
tions were altogether incompatible with the rational 
conduct of railroad business—such a conduct as will 
be most advantageous to the patrons of railroads as well 
asthe railroadsthemselves. Arguments presented by 
Mr. G. R. Blanchard and Mr. Albert Fink at that time 
were printed, and were reproduced in whole or in part 
in our pages. It was noticeable at this time that the 
representatives of the railroads did notdeny the exist- 
ence of some of the evils aimed at by the bill, nor did 
they object to all legislation. Mr. Depew, from the 
New York Ceniral, and Mr. Blanchard expressly urged 
a commission to investigate thoroughly the whole sub- 
ject, and Mr, Fink submitted a project for a law ex- 

- pressly prohibiting discriminations and setting up an 
organization for making competitive rates regular and 
uniform, with an official body to limit the amount of 
such through rates. How much influence these argu- 
ments had it is impossible to say, for the session closed 
too soon to permit the bill to be brought to a vote. 
They were significant, however, as indicating that the 
railroads—s)me of them at least—were inclined to ac- 
cept, or even to request, some national railroad regula- 
tion. 

This year a new Congress met, and Mr. Reagan, the 
author of this bill, was made Chairman of its Commit- 
tee on Commerce. There was an effert made to report 
his bill immediately and without consideration or 
argument, on the ground that there had been enough 
of this before, when the committee of the last House 
reported the measure. The railroads, however, asked 
to be heard, and there were a number of new mem- 
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bers of the committee who were unwilling to indorse, | to be enacted. The commission, therefore, though 
without consideration on their part, the action| with no power whatever except to investigate, 


of their predecessors on so important a matter,|and with no 
but desired to hear and consider the arguments | 
for and against it themselves before taking any action. | cial 


influence on legislation except 
what its character and _ reputation for  spe- 
knowledge gives it, is likely to be an 


Arguments were heard by representatives of the New | efficient cause of legislation specially designed to 
York Chamber of Commerce and the New York Board | prevent every case of transportation abuse that may 
of Trade and Transportation in favor of the bill and by | be persisted in after having been duly pointed out. 


a large number of railroad representatives against it, or 
against some of its provisions or in favor of some substi- 
tute for it. The discussion of the bill before the Commit- 
tee was very much greater than it had ever received be- 
fore at any stage of its progress, Short statements of 
some of these arguments we have seen and published, 
and several of them, we understand, will be printed in 
full, and they evidently cover a much wider field and 
represent a much greater variety of interests than the 
arguments submitted in 1879. And they evidently 
had an effect, for, as we have seen, by a vote of 7 
to 8, the Committee refused to report the Rea- 
gan bill, and by a vote of 9to6 it decided to report 
another bill, submitted by General Henderson, which is 
distinguished from the Reagan bill by leaving out 
certain provisions which the railroad representatives 
had clearly shown to be harmful, unjust or im- 
practicable, and providing for a national railroad com- 
mission similar in scope to those of Massachusetts, 
Michigan, Wisconsin, Minnesota and Iowa, and to the 
one recommended by the Hepburn Committee for 
New York. 

The new bill, which is given quite fully on another 
page, provides for a Board of Commissioners, with 
powers ovly tu investigate and report, and to pre- 
scribe a system of reports for all railrords that are in 
more than one state, or in a territory, or that cross 
navigable waters (the jurisdiction of the United States 
being interpreted to extend only to that part of the 
business of railroads which extends beyond the juris- 
diction of a single state). It may make recommendations 
to common-carriers as to changes which it regards as 
proper, and report such recommendations and the 
common carrier’s action thereon to Congress, and re- 
commend legislation to be had on the subject. If the 
carrier violates any existing law of the United States, 
the Commission must first give notice to the delin- 
quent, and then, if the violation is persisted in, present 
the facts to the Attorney-General. Itis to have power 
to summon witnesses, compel the production of books, 
papers, contracts, etc. 

The legislation in the bill on the subject of trans- 
portation is almost entirely a simple affirmation of 
the common law affecting common carriers. Carriers 
are forbidden to charge more than a reasonable rate 
for their services in interstate traffic, or to charge one 
customer more than another for similar and contem- 
poraneous services, or to make any arrangement to 
prevent a continuous carriage without break of bulk, 
or otherwise to evade the provisions of the act. 

The provisions of the act are not to apply to ship- 
ments of less than a car-load, nor to those wholly 
within one state without contract to be carried be- 
yond such state. 

This is substantially the course recommended by Mr. 
Adams, based on his ten years’ experience as a Rail- 
road Commissioner of Massachusetts, who insists that 
when officers representing the public investigate and 
report upon charges made against railroad companies, 
there is very little need of any positive legislation pro- 
biting this or directing that, because the cor- 
porations will hasten to avoid any practices 
which have been shown, after examination by a 
body having knowledge and commanding the public 
ear, to be actually abuses. It has been hard to get peo- 
ple to understand the force of public opinion here 
relied upon. They very commonly say that no legisla- 
tion is worth anything which does not say definitely 
what the railroads shall and shall not do, and 
that no commission is worth anything which can- 
not give the railroads orders, and compel them 
by law to obey them. They do not understand 
that railroad business is so extremely compli- 
cated that it cannot possibly be minutely regulated by 
law, and that the circumstances determining the dif- 
ferences in rates especially vary so almost infinitely 
that itis hardly possible to make any general rule 
which it would not be for the public interest to vary 
from frequently at certain times and places. Or if 
after long study they perceive this, then they are apt 
to go to the other extreme and imagine that the govern- 
ment can do nothing to prevent abuses in transportation 
business without increasing the evils which it attempts 
toremedy. But the theory of the commission is that it 
keeps the whole railroad business under surveillance, 
and is prepared to call attention to evils whenever, 
wherever and however they may arise, and, if not rem- 
edied before, recommend legislation to prevent them. 
which under such circumstances would be very likely 





This is really the ‘‘ power of public opinion ” which the 
railroads and others submit to so readily. They know 
that if they do what the community knows to be wrong, 
the community will find some means to stop it, and 
will not much mind how much harm may be done to 
the corporation,by the preventive measure, and they are 
afraid to provoke such legislation because it might 
hurt them : there is no sentiment about it whatever. 
But so long as there are only vague complaints, not 
investigated, or not investigated by persons command- 
ing means of information and with the ability and 
special knowledge necessary to reach a svund con- 
clusion, the community as a whole may not feel that 
it knows that there actually are abuses, and it cer- 
tainly cannot know. Thus without the machinery for 
investigation abuses may exist, and the commuhity, 
with the best will in the world and no tenderness 
whatever for the corporations, may take no action to 
prevent them, from want of knowledge. 

This, then, is the service of a capable commission : 
if anything goes wrong it finds it out and makes it 
known, and thus fixes the community in the deter- 
mination to prevent it; and the railroad companies, 
knowing this, flee from the wralth to come by putting 
an end to the evil. They may not always cease a prac- 
tice which the commission decides to be an abuse, but 
if not, they will take great pains to show the com- 
munity or the legislature why it is harmless or neces- 
sary ; but experience shows that they will give up 
practices which they claim to be good for them and 
not bad for the community when they find it difficult 
to make the community believe this. 

But if the commission, or the community through the 
commission, exercises a very decided restraint on the 
railroad companies, the latter are very much less likely 
to suffer from irrational legislation where one a commis- 
sion exists than where the legislature is left to its own 
devices. A commission of capable men, even if without 
much previous knowlede of transportation business, 
soon learns the impolicy and impracticability of some 
of the restrictions which are frequently demanded, 
and so serves as a bulwark between the _ rail- 
roads and those who make unfounded complaints 
against them or complaints of practices which cir- 
cumstances not generally understood make necessary 
or advisable. By far the largest part of the complaints 
made against railroads are for practices of this kind, 
and the community at large, which cannot be induced 
to give much time to the consideration of questions 
which do not immediately concern its action in its 
own daily business, is much more likely to accept the 
statements of its own officers that these practices are 
proper and necessary than statements to the same 
effect from the representatives of the ra'lroads, how- 
ever well backed by arguments and evidence, 

A national commission would have an enormous 
work before it if it set out to learn the course of inter- 
state traffic all over the country and the circumstances 
affecting it, and unless its members were already ex- 
perts when appointed, it would take them some years 
to get a fair acquaintance with the field of their labors, 
however great their ability. 

The provisions of the Henderson bill which are the 
same as those of the Reagan bill are those 
prohibiting, in general terms, discriminations 
and rebates; the chief differences are the omis- 
sion of the clause prohibiting a higher charge for a 
shorter than for a longer distance, that directing the 
posting of schedules of rates, and that prohibiting the 
pooling of business, and the addition of the clauses 
establishing a commission. With regard to pools, the 
Henderson bill has a clause directing the commission 
to investigate the subject and report whether any 
legislation on it is required. 

We have no doubt that a national commission com- 
posed of able men familiar with transportation busi- 
ness might be very useful to the country, including the 
railroad interest. At present the conflicting interests 
of different localities do not receive sufficient attention 
from disinterested parties. New York calls for certain 
advantages and hears only of its own requirements, and 
Boston, Baltimore and New Orleans do the same, and 
probably the demands of one are incompatible with 
those of every other. A state commission is chiefly 
anxious to encourage the commerce of its own state and 
is apt to lay too little stress on the demands made 
by other states. Such a body, too, might collect a body 
of very useful information, and, as we have said, it 
would tend to protect the railroads against unjust leg- 


Sih atl ents 





~ 


aS SF Ee SPSS h6U VS 


casein ible ted ment ae 





FEBRUARY 20, 1880] 





islation. If composed of unqualified men it might 
indeed be useless, but even then it would not be likely 
to do much harm, which attempts at the regulation of 
commercial interests are very likely to do. 

As to the prospects of the passage of the bill, we know 
nothing. It is not likely to be opposed openly and 
generally by the railroad companies; but it has not 
only to pass the House but the Senate before it can be- 
come a law. In cases of this kind, when there is 
no general demand for legislation, bills are very apt 
to be reached too late in the session to come to a vote. 


The Allen Slide-Valve. 


Attention has been called a number of times in these pages 
to the advantages of this form of valve, the patent on which 
has now expired. Notwithstanding that its construction has 
been fully explained,* yet it seems as though its especial 
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| at high speeds, this additional opening is then of most im 
| portance, and the practical value of th. device is that it 
permits the use of steam at a shorter point of cut-off in doing 
_& given amount of work than is practicable with the ordi- 
nary valve; or in other words, it permits the working of 
steam with a greater degree of expansion, and consequently 

more economy , than with a common valve. 

In designing this valve, after thg outside lap is deter- 
_ mined, the auxiliary port should be laid off as near to the 
outer edges 6 b, fig. 1, of the valve as practicable. The | 
reason for this will appear presently. Ordinarily about 
8¢ in. is the least thickness of metal between the aux- 
iliary port and the edge of the valve that is ad- 
missable. A smaller amount is in danger of breaking out. 
The width of the auxiliary port, A, should be about equal to 
the distance that the steam-port is opened at the point of 
cut-off at which the valve is worked most. A greater width 
than this is useless, because the movement of the valve is 
then not sufficient to open the supplementary port further 








BNC 
NY 




















FiG.4. 


features were not generally understood, asis indicated by the 
following letter received only a short time ago from the me- 
chanical engineer of an important road, who writes: 


“Can you give me any information concerning the Allen 
slide-valve for locomotive engines? I am alive to its advan- 
tages and would like to try itin our standard engines with 
17 x 24 in. cylinders and 5 ft. 2 in, driving-wheels, if I could 
do so without changing the cylinders, which have 214 in, ex- 
haust and 144 in. steam ports with 1 in. bridges and 5 in. 
travel of valve, % 1m. outside lap and \ in. lead.” 


With a view of answering this and similar inquiries a 
little consideration will be given to the construction and 
proportion of this form of valve. 

The size of ports and lap named in the letter are laid down 
in fig. 1. The supplementary port, A A, is the special 
feature of the Allen valve and is cast in it as shown. This 
port and the seat are so proportioned to each other that 
when steam is admitted into the steam-port at B, fig. 2, the 
supplementary port is simultaneously opened at C’, thus ad- 
mitting steam through it into the steam-port S at the same 
time that it enters at B. The use of this is that in cutting 
steam off short, when the valve opens the steam-port entry 
from ;, to % in., we secure two such openings, or double 
the width and area, for the admission of steam. 
Thus, supposing the valve uncovers the port S 
only % in. at B, it would, at the same time, open 
the supplementary port an equal distance at ©’, thus 
practically giving a width of opening of % in. As it nearly 
always happens that locomotives cut off short when running 








* See Catechism of the Locomotive, page 225. 






than the steam-portis uncovered. In the engraving, this | 
width has been assumed to be ,j, in. 

The next thing to do is to lay off the outer edges, C and 
C’, of the valve-seat. This can best be done by drawing the 
valve on a separate piece of paper and then sliding it along 
the valve-seat until the outer edge, B, of the valve con- 
forms to the edge of the port, S, or is ‘line and line” with 
it. At the same time that the steam-port, S, is opened at B, 
the supplementary port A should be opened at C’. The 
edge, C’, of the valve-seat is therefore laid off to correspond 
with the outer edge, a, of the supplementary port when the 
edge, B, is line and line with SV. 

Before finally fixing these proportions, the valve should 
be moved in its seat the whole distance that it travels. As 
the valve described by our correspondent has a travel of 5 
in., it is moved 214 in. out of the centre of the seat, as shown 
in fig. 3. When this is done though, it will be seen that the 
supplementary port A is uncovered at eso as to communi-| 
cate with the exhaust port F/, and therefore “live” steam | 
can ‘blow through” from the steam chest at ¢ and escape 
directly through the exhaust port to the chimney. This 
could be avoided if the supplementary port could be placed 
nearer to the edge B of the valve, but it has been put as 
close to that edge as practicable. The same end could be 
attained if the valve were lengthened, which could be done if 
either the bridges B B or the steam-ports SS’ were widened. 
In designing new cylinders the bridges can be made wider, 
but when the Allen valve must be applied to old cylinders, as 
in the case of our correspondent, the most available way out 
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of the difficulty is to widen the steam-ports, not less than 1¢ 
in., by simply chamfering off their edges, as shown in fig. 
4. In fig. 6, the valve is represented in the position of maxi- 
mum throw, from which it will be seen that the supplement- 
ary port is not uncovered when the valve is in that position. 
It is safest though to allow a little lapat e, when the valve is 
in the position which is supposed to be its maximum throw, 
because a link is apt to give a little more travel to the valve 
than that due to the throw of eccentrics if it happens to be 
raised or lowered too much or too little. 

Figs. 7 and § represent the form of this valve used by Mr. 
Boon, of the Pittsburgh, Fort Wayne & Chicago road. In 
this it will be seen that the bridges are made 114 in. wide 
and the lap of the valve is }j in., so that although the valve 
has 5,{, in. travel it does not uncover the auxiliary port, as 
is shown in fig. 8. * 

As itis necessary when this valve is uscd to make the 
outer bridges of the seat narrower than usual, it is best to 
leave a projection on each side for wearing surface, 
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Austrian Experiments with Passenger Fares. 


Some time ago a change was made in the passenger rates 
of three railroads in the northeastern part of the Austrian 
tmpire (Galicia), where there is a very poor population, 
The First Hungarian-Galician Railroad had four classes of 
passengers, the fourth being carried at the rate of 1.6 cents 
per mile. The change made on this road was to do away 
with the fourth class, reduce the third-class rate to the same 
as the former fourth-class rate, and reduce the second-class 
rate, leaving the first-class rate nearly as before. A com- 
parison of the traffic for the last year of the old rate and 


| the first year of the new rate is as follows: 


No. of Passengers. , 
Old rates. New rates. Increase. P. ¢. 
5! 7 164 


First class........... 453 O17 6 36.02 

| Second “* FeS 8,°.26 9.305 1,070 11.3 

on A Etter BLAIS 10786 (80,550 16,764 23,0 
our 4 


Total. cae 81,465 00,472 18,007 22.1 

It was expected that the throwing of the whole fourth 
class into the third-class cars would drive a part of the old 
third-class passengers into the second-class cars, and this 
course was facilitated by a reduction of second-class fares. 
But another result seems to have been the turning of some 
old second-class passengers into the first-class cars, in which 
nu reduction was made. The increase of the first class, 
however, though a large percentage, was but smail in 
number, The total increase in the number of passengers 
was 22 per cent., and the passenger earnings were 
tially the same as before the change. The percentage of 
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the whole number of passengers traveling in each class was 
as foliows : . 

First class. Second class. Third class. Fourth class. 
Old rates...... 0.55 10.10 38 60 50.80 
New rates. ...0 62 9.36 CR.00 .  “seeuee 

The changes in proportions were thus but trifling. Very 
nearly nine-teuths of the passengers went by the third and 
fourth classes before the change, and just nine-tenths of 
them after it. 

The Dniester Railroad, also in Galicia, had no fourth 
class, but gave round-trip tickets at reduced rates. The 
change made on this road was to abolish these round-trip 
rates, and to reduce the third-class fares to the level ot the 
old round-trip rate for this class (from 1.9 to*1.8 cents per 
mile), and the second-class considerably, though not quite so 
much (to 24¢ cents per mile, while the old round-trip rate 
was 244 cents). During the year before the change, third- 
class tickets were sold for 73,784 trips (22,451 round-trip 
tickets counted as two trips each, and 28,822 single-trip tick- 
ets). After the change, 102,707 tickets were sold, showing 
an increase of nearly 40 per cent. in the third-class travel. 

The experience of a branch of the Dniester Railroad to 
Boryslav, the petroleum centre of Galicia, is considered 
specially instructive. This branch is about seven miles long. 
The stations at either end are quite to one side of the centres of 
the towns. One of these has 20,000 inhabitants, and there has 
always been a very active movement between the two places, 
which had been conducted largely by vehicles on the bigh- 
way, which took people from their houses, as it were, and 
landed them in the streets which they wished to reach. 
Third-class fare by the railroad was 10 cents; by the omni- 
buses 6 cents, and the railroad carried an average of 67 per- 
sons daily, the wagons 300 to 600, The third-class rate by 
rail was reduced one-half, to 5 cents; its traffic soon in- 
creased from 67 to 800 passengers daily, or many more than 
formerly traveled by railroad and highway both. 

In discussing these experiments and their results, Mr. W. 
von Noérdling, late General Railroad Director of Austria, 
said that it would not do to conclude that a reduction of 
rates would always and everywhere be attended by such an 
increase of traffic as to make the profits as great as or greater 
than before the reduction. But these experiments taught 
that it is an advantage to a road to charge no 
more for fares than the people can afford to pay. In 
general he thought that such an experiment would not suc- 
ceed in Lower and Upper Austria and Bohemia. A similar 
experiment made in Belgium some years ago failed, and 
rates had to be advanced. 

An official who had been studying the statistics of travel 
around Vienna for the purpose of adjusting time-tables to it, 
called attention to the enormous proportion of travel which 
consists of comparatively short trips to and from the large 
cities and towns. On one of the leading Vienna roads 79 
per cent. of all the tickets taken from the Vienna station 
are for distances of less than 19 miles, and only 2 per cent. go 
75 miles. Heconcluded that reductions might greatly increase 
short travel which would have very little effect on the long 
trips, and thought that each case should be treated on its 
own merits. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows : 

Mt. Gilead.—Completed from Mt. Gilead, O., west to 
Gilead Station, 4 miles. 

Iron Mountain d& Helena,—Extended northwest to Mari- 
anna, Ark., 6 miles, Gauge, 8 feet. 

Northern Pacific.—On the Pend d’ Oreille Division track is 
laid from Ainsworth, Or., eastward 10 miles. 

Western North Carolina,—Extended westward to Gudg- 
er’s Ford, N. C., 6 miles. 

This is a total of 26 miles of new railroad, making 246 
miles reported thus far in 1880, 


l'ne Mempnis & LitrLe Rock RatLroap, it is rumored, 
has been secured in the interest of the St. Louis, ron Moun- 
tain & Scuthern, The Memphis & Little Rock has not bith- 
erto been an important line: its traffic bas been light, and it 
bas been through bankruptcy once or twice. But its impor- 
tance increases with the growth of the country west and 
southwest of it. Heretofore there has been no rapid growth 
except in Texas; but there it has been very great and is sure 
to be greater; moreover, Arkansas itself will grow some 
time, and should the Indian Territory be opened to settle- 
ment, there will be another vast area of fertile land to 
which Memphis will be the nearest large city, and the Mem 
phis & Little Rock Railroad is at present the only railroad 
from Memphis to the West. It is true that it does not at 
present command much traffic. The only railroad from Lit- 
tle Rock to the West is indifferent as between it and the Iron 
Mountain road, and the Iron Mountain itself is its only 
connection with Texas—its only other railroad con- 
nection, indeed—and its interest manifestly is to 
have traffic between Texas and the East and all the 
country north of the Ohio go by way of St. Louis or Cairo 
rather than by way of Memphis. On the other hand, it is 
important for the roads east of Memphis—the Memphis & 
Charleston and the Louisville & Nashville—to have a road 


west of Memphis interested in bringing traffic to Memphis, | 


as otherwise they cannot secure a share of the Texas and 
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elsewhere west of the Mississippi without building a new 
road entirely across the state of Arkansas, which has been, 
perhaps the-worst of all the states to support a railroad, af- 
fording all of the existing roads a very thin traffic. This, 
however, seems likely to be the final result, though it may 
be many years before a new road is begun, that depending 
largely on the growth of Arkansas and Texas traffic. We 
may be sure that the roads east of Memphis will not per- 
manently consent to be a cut off from the country west of 
Memphis. 


New YorkK CentTRAL & Hvupson RIVER EARNINGS have 
been reported semi-officially for the first four months of the 
fiscal year, and it is to be hoped, and seems altogether rea- 
sonable now that there are so large holdings in the shares 
of the company outside of the directors, that these reports 
will be continued. They have an altogether exceptional 
importance as an indication of the general course of business 
in the country. Comparing the receipts month by month 
for the past two years, we have the following: 


. 1878-80, 1878-79. Increase. P. ec. 
NP, 5s is cncas nee Sune $2,898,586 $2,771,204 $127,382 4.6 
NE. sa o0250 noche 2,801,835 2,567,318 234,517 9.1 
December m: 2,846,216 2,237,265 608,951 27.2 
January... A 2,593,613 2,024,812 568,801 %%.1 


Four months. ....$11,.140,250 $9,600,599 $1,539,651 16.0 

In January of 1879 the through freight traffic of this road 
was very greatly reduced by a snow-blockade which affected 
its traffic much more than that of any other trunk line. 
Then, too, the average rate received on the through east- 
bound freight was probably 30 to 40 per cent. lower than 
last January. 

The report (which we published last week) gives freight, 
passenger and miscellaneous earnings separately. Nearly 
the whole increase is in freight earnings. In two of the four 
months passenger earnings have been even smaller this year 
than last, and they were last year (the whole fiscal year), the 
smallest in the history of the road. Itis one of the puzzles 
of the time that passenger traffic does not revive. It is 
probably better than last year, but it is not good, though the 
freight movement is unexampled, prices are high, and a very 
large proportion of the people have more money to spend 
than for many years previous; yet they seem disinclined to 
increase their expenditures for railroad traveling. The com- 
parison of the earnings from different sources for the four 
months is as follows: 


1879-80, 1878-79, Inc. or Dec. P. c, 

Passengers... ... $2,157,743 $2,079,928 Inc. $77,815 3.7 
Freight eabes 7,620,363 6,079,469 Inc. 1,540,894 25.3 
ee 1,336:2,144 1,441,262 Dec. 7W9AIB O54 
Dota .s vase $11,140,250 $9,600,599 Ine. $1,539,651 16 0 


The state of the country is such that a revival of passenger 
traffic seems only reasonable; but it seems not to have begun 
yet, or not to have made much progress at least, and now 
probably we will bave to wait until after harvest to see any 
great change. 


RAILROAD WARS have been fewer this winter than for a 
long time before, and there has been less complaint and 
fewer of the disturbances that usually lead to railroad wars 
than usual heretofore. Recently, however, there has been 
fierce cutting of rates on passenger business between Chicago 
and Colorado, with other irregularities which ought not to 
exist, with the Southwestern Railway Association and the 
agreement of the Atchison, Topeka & Santa Fe and the 
Pacific roads in good working order. There are also some 
complaints further east, though not serious ones or at all 
likely to lead to any difficulty. The Chesapeake & Ohio 
Railroad, which, when trunk-line rates are high enough, 
competes for shipments from the West (especially the Ohio 
valley) to eastern cities (sending north by steamers from 
Richmond) has been getting a very large share of the business 
of late from some Ohio River towns. The Chesapeake & 
‘Vhio is not in the pool, but it has to get much of its traffic 
from roads in the pool, and there is a general understanding 
that while itmay carry at less than the regular all-rail 
rates, the difference may not exceed a certain amount. 
When rates are low it does not want the business, 
but of course it is bound to have a share of it 
when there is any profit on it. Again, recently, there 
have been unusually large shipments of merchandise from 
New York to Chicago and other Western points by way of 
New London, the New London Northern, Central Vermont 
and Grand Trunk roads, going directly east 125 miles, and 
then north 375 miles to reach Montreal, which is nearly 
as far from Chicago as New York is (66 miles 
nearer). There has been no share of New York 
traffic awarded this route, but by charging 50 
cents per 100 Ibs, for first-class freight, instead of the 
trunk-line rate of 75, it gets a very respectable amount. A 
Connecticut paper lately spoke of two heavy freight trains 
in one day made up of such shipments, and though very 
seldom can there be as much as this, it is enough to cause 
considerable dissatisfaction among the trunk lines. 


THE LONDON UNDERGROUND RAILROAD (the part known as 
the ‘‘ Metropolitan”), carried during the year, 60,747,553 
passengers, and earned £506,504, or at the average rate of 
just about four cents per passenger. On this road, however, 
fares vary according to distance and class of car, and a large 
proportion of the passengers only pass over a very short sec- 
| tion of the road in the trains of other railroads which reach 
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‘and two in 1879. We believe, however, that the 
|road and its branches is still less than ten miles long. 
|On the Third avenue line of the New York Elevated 
| Railroad (which isabout as long as the London Metropolitan) 
| the number of passengers during the year ending with 
| September last was about 25,000,000, or less than half the 
| London road’s traffic. It must be remembered, however, 
that a very large share of the immense suburban traffic of 
London passes for a greater or less distance over the under- 
ground road. 
| If our estimate of the length of the London road is cor- 
rect (it was 8!¢ miles before the opening of the two ex- 
tensions in 1879), its earnings were at the rate of about 
$250,000 per mile in 1879. The New York Elevated earned 
$158,000 per mile on its two roads last year, and one of 
them has not more than one fifth of the traffic of the other. 
The Metropolitan Elevated of New York earned nearly as 
much per mile asthe London Metropolitan. The average 
expense per passenger carried was only about 1!4 cents on 
the London road : it was 3,92 on the New York Elevated. 


THE BELGIAN STATE RAILROAD ADMINISTRATION, in June 
of last year, let a contract for steel rails at the rate of $21.84 
(112% francs) per ton. On the 3d of September fol- 
lowing, in answer to advertisements for the purchase of new 
steel and the sale of old iron rails, the best bids it got were 
to furnish steel for $25.05, and take old iron at $15.90. The 
price of steel was thought to be too high by the authorities, 
and the offer for iron too low, and all bids were refused. 
On the 15th of October new bids were received, 12,000 tons 
of new rails being asked for and 12,000 of old rails for sale. 
For the old rails $20.97 was offered, and the authorities 
thought this a good price and accepted the bid; the lowest 
price at which new steel rails were offered was $26.94, and 
this was decided to be too high and no bid was accepted. 

On the 17th of December the government opened new bids, 
and this time, to make it worth the while of the manufac- 
turers to give favorable terms, it increased the amount to 
be contracted for to 21,406 tons. The best bids received 
were $36.67 for steel and $33 for iron. At this price the 
contracts for steel were let. if it had kept its old rails till 
that time it would have been able to obtain nearly one-half 
more for them than it accepted Oct. 15. 

Finally on the 28th of January bids were opened for fur- 
nishing the government with 10,000 tons of new iron rails 
in exchange for 10,000 tons of old iron rails. The best bid 
was to exchange ton for ton for a payment of $11.64 per 
ton. The value of old rails at the place of delivery at that 
time is estimated as not less than $29.10, so that the govern- 
ment has to pay $40.74 for the rails which were offered 
to it six weeks before for $33, while it could have had steel 
instead of iron for $25.05 if it had accepted the bids made in 
September. The difference between new steel and old iron 
at that time (Sept. 3) was $9.15; the state now gets new 
iron by paying a difference of $11.64. The railroad au- 
thorities seem to have persistently disbelieved in the reality 
and permanence of the advance in prices. 


Tur TIDE OF IMMIGRATION rises with the growth of the 
country in prosperity. It is especially promoted when the 
attraction of good times here is reinforced by the repulsion 
of bad times abroad. During the twelve months ending with 
January last, 142,453 immigrantsarrived at the portof New 
York, against 82,125 the previous year, showing an increase 
of 83 per cent. And in January last the arrivals were 5,839, 
against 2,331 in January of 1879. This is not a heavy im- 
migration compared with what there has been in some pre- 
vious years, but it shows a marked turn in the tide. Immi- 
gration, however, even on the largest scale that the country 
has ever known, will not hereafter be so important an ele- 
ment in the growth of the country as it has been heretofore. 
We have now a population of nearly 50,000,000, and the 
natural increase of this is more than 2 per cent., or 1,000,- 
000 for the next year and still more thereafter. Moreover 
this population is scattered over almost the entire country, 
very little of which now remains entirely unsettled. If we 
had 300,000 immigrants ina year they would only be equiva- 
lent to an increase of six in the population of a town of 1,000 
inhabitants, and they would be scattered over almost the 
whole area of the country instead of being concentrated in 
certain quite hmited parts of it, as has been the case hereto- 
fore usually when we have had a large immigration ; and for 
every new man arriving from beyond the sea there would be 
something like four born in the country who had arrived at 
manhood during the year in excess of those whe had died. 





NEW PUBLICATIONS. 


| The Railroad Engineer’s Practice; A short but complete 
description of the duties of the Young Engineer in Pre- 
liminary and Location Surveys and Construction. By 
| Thos. M. Cleeman, A. M., C. E. George H. Frost, Pub- 
| lisher. 

| This little book of 75 by no means crowded pages is the 
| skeleton for a really excellent work. It strikes us as written 
by a man who feels a just pride in doing his own work credit- 
|ably, and who discriminates very correctly between the 
| essential and the non-essential. Its sins are far more of 
| omission than commission, and it will contain sufficient use- 
| ful hints to justify its purchase by almost any assistant en- 


gineer. 











other Western traffic, except such as is brought by steam-|some of their London stations by using part of this road.| Its sins of omission, however. are many and grievous—far 
boats, which will decrease as railroads multipiy. The Louis- | The traffic and earnings were larger than ever before, and | too many for us to attempt to enumerate them. The sub- 


ville & Nashville, we believe, once contemplated the pur- 
chase of the Memphis & Little Rock, with the expectation 
of extending it eventually to Texas, and it would seem that 
the acquisition would be very valuable to it. If the Iron 
Mountain secures the road, then the Louisville & Nashville 
will be able to get scarcely any traffic from Texas or from 


| have had an almost uninterrupted growth from the begin- 
| ning. Since 1872 the increase in the number of pas- 
| Sengers carried has been more than one-third, and in the 
learnings more than one-fourth. There have been, 
however, extensions constructed from time to time. 
There was one opened in 1875, one in 1876 


ject of location occupies 17 pages, included in which is a 
good but incomplete synopsis of a topographer’s duties, @ 
| fairly complete synopsis of location formule having some 
| new features, and the following choice bit of information 
for the young aspirant to engineering knowledge as to the 
duties of a chief engineer. He decides, we are told, ‘“‘ where 
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cheapest that can be built.” . 

The application of ‘‘ Problem 4” to the connection of two 
gurves running toward each other is incorrect. It is not 
true in that case, and would often be very far from true that 
‘the angle GAB=1 AWN B.” §8o, too, the instructions 
on page 28 as tocomputing earthwork by the prismoidal for- 
mula are artiquated and erroneous, Itis not true at all that 
‘it is requisite to know the middle cross-section between 
each two that are measured on the ground,” nor that the 
closest or easiest approximation to this is to reduce each 
section to an equivalent level section by the various pub- 
lished tables or otherwise. We should also dissent from his 
instructions to make the paving of box culverts level and 
step them down if necessary 9 in. at a time, and we think he 
has drawn an erroneous deduction from Rankine in stating 
that the “‘ geostatic arch” (very high for its span) is the best 
form for culverts under high embankments. 

In the chapter on bridge strains the writer seems to be on 
the track of the correct method to make that extremely sim- 
ple process—computing a strain-sheet for any ordinary 
bridge—clear to the average unmathematical reader. But 
he has fallen short, and must try again. Finally, the most 
unpractical thing in the whole book is the repetition of re- 
marks from old writers as to driving piles to a penetration 
of ;'; and ;4, of an inch, which sound so absurd to themodern 
railroad man. 

Nevertheless the book is a good book in the main, not 
padded, nor pretentious, nor slovenly; and it contains a few 
things which are liable to prove convenient and not be else- 
where at hand. The ordinary height for a 60-lb. rail, how- 
ever, is 414 and not 4'¢ in., and such errors in statements of 
fact should not occur in so thin a book. 


General QMailroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 


Meetings will be held as follows : 

Burlington, Cedar Rapids & Northern, annual meeting, 
in Cedar Rapids, Ia., Feb. 24. 

Nashville, Chattanooga & St. Louis, special meeting, in 
Nashville, Tenn., Feb. 26. 

Northern Central, annual meeting, at the office in Balti- 
more, Feb, 26, at 1 p. m. 

Cleveland. Columbus, Cincinnati & Indianapolis, annual 
meeting, at the office in Cleveland, O., March 3. 

Pennsylvania,, annual meeting, in Musical Fund Hall, 
Philadelphia, March 9, at 11 a. m. 

Chicago, Burlington & Quincy, special meeting to vote on 
consolidation with Burlington & Missouri River in Ne- 
braska, at the office in Chicago, Feb. 28. 

Chicago, St Lowis d& New Orleans, annual meeting, at the 
office in New Orleans, March 3, at noon. 

Springfield & Western Missouri, annual meeting, at the 
office in Springfield, Mo., March 9, at 9 a. m. 


Dividends. 
Dividends have been declared as follows: 
North Pennsylvania (leased to Philadelphia & Reading), 
11g per cent., quarterly, payable Feb. 25. 
allem Burlington d Quiney, 2 per cent., quarterly, 
payable March 15. 


Foreclosure Sales. 

The New York, Housatonic & Northern road is to be 
sold in White Plains, N. Y., Feb. 21, under a decree of the 
New York Supreme Court. The company owns only 51¢ 
miles of road, from Brookfield Conn., to Danbury, which is 
worked by the Housatonic Company. Its property in New 
York consists only of franchises, right of way and a little 
graded road-bed. There are $249,000 bonds outstanding. 

American Society of Mechanical Engineers, 

In pursuance of a call issued by Prof. John E, Sweet, late 
of Cornell University and now of Syracuse, the following 
persons met at No. 96 Fulton street, New York, in the oftice 
of the American Machinist, for the purpose of organizing a 
national society of mechanical engineers: 

A. L. Holley, New York. 

Prof. John E. Sweet, Syracuse. 

Charles T. Porter, Newark, N. J. 

Charles E. Emery, New York. 

Robert Grimshaw, Philadelphia. 

F, F. Hemenway, Troy, N. Y. 

Samuel 8. Webber, New York. 

Wm. H. Hoffman, Passaic, N. J. 

Alfred R. Wolff, New York. 

M. N. Forney, The Railroad Gazette, New York. 

John Fish, New York. 

H. R. Worthington, New York. 

Hermann T. C. Kraus, New York. 

Samuel Webber, Manchester, N. H. 

A. B. Couch, Philadelphia. 

Charles T. Copeland, New York. 

Frank C. Smith, Delaware, O. 

Lewis F. Lyne, The American Machinist, New York. 

Wm. L. Church, New York. 

George A. Barnard, New York. 

E, D. Leavitt, Cambridgeport, Mass. 

C, C. Newton, Cleveland O. 

Wm. H. Odell, Yonkers, N. Y. 

Prof. Wm. P. Trowbridge, Columbia College, New York. 

Egbert P. Watson, Elizabeth, N. J. 

T. R. Pickering, U.S. Agent for the Melbourne Exhibition. 

D. 8S. Heines, New York. 

J. 8. Coon, Cambridgeport, Mass. 

Stephen W. Baldwin, oe te N. Y. 

George M. Copeland, New York, 

Prof. John E. Sweet called the meeting to order, and 
nominated Mr. A. L. Holley forthe chairmanship. Mr. 
Holley, after the approval of the nomination, briefly spoke 
of the need for, and importance of, sucha society. Prof. 
Trowbridge, of Columbia College, expressed his concurrence 
in the movement. Other addresses favorable to the project 
were made by Messrs. Charles E. Emery, H. R. Worthinz- 
ton, Charles ‘f. Porter and Samuel Webber. A draft of by- 
laws and rules to govern the new association was read b 
the Chairman, was then referred to a committee for their 
approval or rejection. It sets forth that the object of the 
Society will be to enable mechanical engineers to meet and 
compare notes, andto facilitate the interchange of ideas 
respecting improvements in the various branches of 
mechanical science by the publication of papers, etc. 

The members are to be divided into four classes—regular 
members, associates, honorary members and junior mem- 


bers. The initiation fees are fixed at $15 and $10, and the 
annual dues $10. Payment of $150 will entitie eligible can- 
didates to life-membership. A p-otracted discussion took 
place in connection with the selection of a title for the or- 

ization. Mr. Emery moved that it be termed the Insti- 
ute of Dynamical Engineering. Mr. Robert Grimshaw, of 
Philadelphia, thought that the title would lead outsiders to 
suppose that it had more reference to dynamite than to me- 
chanical engineering. Mr. Samuel Webber, of Manchester, 
N. H., was in favor of calling it the American Society of 
Mechanical and Dynamical Engineers. A motion to that 
effect was lost, and it was finally agreed to call it the Amer- 
ican Society of Mechanical Engineers. Messrs. Worthington, 
Sweet, Holley, Leavitt and Porter were appointed a commit+ 
tee to nominate permanent officers. Letters from the fol- 
lowing engineers, expressive of their desire for the formation 
of such a society, were read: *. H. Parks, Providence, R. I. ; 
James W. See, Hamilton, O.; Ambrose Swarse , Hartford, 
Conn.; E. H. Robbins, Pittsfield, Mass.; John W. Hill, Cin- 
cinnati, O.; Edgar ws Fitchburg, Mass.; John H. 
Cooper, Philadelphia, Pa.; William Kent, Pittsburgh, Pa. ; 
Frank H. Pond, St. Louis, Mo.; E. Lyman, Lowell, Mass. ; 
Charles A. Hague, Chicago, Ill.; J. C. Hoadley, Lawrence, 
Mass,; F. G. Woodward, Worcester, Mass.; William J. Wil- 
liams, West Conshohocken, Pa. ; George W. Norman, Boston, 
Mass.; W. Barnet Le Van, Philadelphia, Pa. 

In the evening the members of the society dined at the 
Astor House. r. Emery, in responding to the toast of 
“The American Society of Civil Engineers,” said the mem- 
bers of that organization recognized the necessity for a so- 
ciety of mechanical engineers. Prof. Sweet spoke encour- 
agingly of the future of the new society. Mr. Holley 
made a short address on engineering generally in response 
to the toast of ‘‘The American Institute of Mining En- 
gineers.” Prof. Grimshaw, confining himself to the 
subject of technical schools, remarked that accurate 
reports of the proceedings of mechanical engineers 
would be of greater value to students than all the text-books 
published. r. T, R. Pickering, United States Agent for 
the Melbourne International Exhibition, who was requested 
to give an account of the prospects of the great Australian 
fair, remarked that of the 28,500 square feet set apart for 
the accommodation of American products and manufac- 
tures, 20,000 feet had already been applied for, and that it 
is more than probable additional space will be required. 
Other speeches were delivered by Messrs. Miller, Moore, 
Porter, Webber, Smith and Hoffman. 


Call for Joint Executive Committee Meeting. 

The following circular has been issued by Commissioner 
Albert Fink, dated Feb. 16: 

The February meeting of the Joint Executive Committee 
will be held on the 26th, at 11 o’clock a m., at the Grand Pa- 
cific Hotel, Chicago. The subjects to be acted upon are as 
follows: 

1. Revision of Classification.—The printed report of the 
Classification Committee will be forwarded to each member 
of the committee for examination prior to the meeting. 

2. Revision of Tariff to New England Interior Points. 

83. Revision of Rates on Live Hogs.—(The committee ap- 
pointed at last meeting report hy a vote of five in favor and 
three against, making the rate on live hogs the same a 
fourth Glass.) 

4. Lumber tariff during the summer months commencing 
April 1, 1880. 

5. Rates on Whisky.—Referred at last meeting to Classiti- 
cation Committee. 

6. Adoption of Percentages on East-bound — from 
Ashland, Beardstown ete.—Committee appointed at last 
meeting will report upon this subject. 

7. Adoption of a Plan of making Rates on boreign 
Freight the same via all Kastern Ports between same Points 
of Shipment and Destination, 

8. Investigation of Charges of Cutting Rates.—Charges 
to be preferred against any member of the Committee 
should be forwarded, if practicable, to the Chairman, so that 
the same can be communicated to the accused party prior to 
the meeting. 

9. Revision of Organization and By-laws of the Joint 
Executive Committee. 

Any other subject relating to the business of the Joint 
Executive Committee may be brought before the meeting. 


ELECTIONS AND APPOINTMENTS. 


American Institute of Mining Engineers.—At a meeting 
held in New York, Feb. 18, the following officers were 
chosen for the ensuing year: President, Wm. P. Shinn, St. 
Louis; Vice-Presidents, James A. Burden, New York; Dr. 
Charles B. Dudley, Altoona, Pa.; Persifer Frazer, Jr., Phila- 
delphia; Managers, James C.%,Baylis, New York; W. 8. 
Keyes, f3an Francisco; Percival Roberts, Jr., Philadelphia; 
Secretary, Dr. Thomas M, Drown, Easton, Pa. : Treasurer, 
Theodore D. Rand, Philadelphia. 





Boston & Albany.—At the annual meeting in Boston, Feb. 
11, the following directors were chosen; Henry Colt, Pitts- 
field, Mass. ; Edward B. Gillett, Westfield, Mass. ; Chester W. 
Chapin, Springfield, Mass.; D. Waldo Lincoln, Worcester, 
Mass. ; John Cummings, Woburn, Mass, ; Charles 8S. Sargent, 
Brookline, Mass. ; George O. Crocker, New Bedford, Mass. ; 
Moses Kimball, Boston. The only new director is Charles 8. 
Sargent, who succeeds his father, Ignatius Sargent, who de- 
clined a reélection on account of advancing age and ill 
health. 


East Florida.—The directors of this new anupeny are: 
George R. Foster, 8. B. Hubbard, Jacksonville, Fla.; H. 8. 
Haines, Savannab. 


Emlenton & Shippenville.—This company recently re- 
elected the following officers: President, W. L. Fox; Vice 
President, J. B. Blakslee; Secretary and Treasurer, D. E. 
Furness; Auditor, E. M. Armstrong; Superintendent, B. B. 
Newton. 


Foxburg, St. Petersburg & Clarion,—At the annual meet- 
ing recently, the following officers were chosen: President, 
L. Fox; Vice-President, J. B. Blakslee; Secretary and 
Treasurer, D. E. Furness; Auditor, E. M. Armstrong; Su- 
xerintendent, B. B. Newton. The officers are the same as 
hose of the Emlenton, Shippenville & Clarion Company. 


G. L. Bradbury General Manager. Mr. Bradbury is also 
General Manager of the Peoria, Decatur & Evansville road. 


appointed Master of Transportation, with office in Fremont, 
Obio. 


Lookout Mountain.-—-The directors recently chosen are: 


Y | John L. Divine, John T. Wilder, Chattanooga, Tenn. ; M. A. 


Hardin, Kingston, Ga.; Daniel 8. Printup, Rome, Ga. ; Fred- | 
erick \Volffe, Montgomery, Ala. The board has elected 
Frederick Wolffe President; Daniel 8. Printup, Vice-Presi- 
dent; John W. James, Secretary; D. C. McMillan, Treas- 
urer; S. B. Moe, Chief Engineer; M. A. Hardin, Land 
Agent. 





Long Island.—Mr. Wm. J. Nicolls has been appointed | 


Engineer, with office in Jamaica, N. Y. Mr. Nicolls has 
been for some time in charge of a portion of the road as 
Supervisor, 


Louisville, New Albany & Chicago.—Mr. George Ruh- 
landt has been appointed Master Mechanic, with office in 
a Albany, Ind. He was formerly on the Michigan Cen- 
tral. 


Lowell & Andover.—This company has elected Frederick 
Ayer President; B. Walker, Clerkand Treasurer. The road 
is leased to the Boston & Maine. 


New York & New England.—‘the following circular from 
Vice-President Wilson is dated Feb. 11: 

“1. L. B, Bidwell, Civil Engineer, is hereby announced as 
Chief Engineer, and as such he will have charge of all new 
construction work, 

‘2. H. M. Britton is hereby announced as Superintendent 
of Transportation, and, in addition to performing the duties 
of Superintendent of the Eastern Division, will have super- 
vision of the train service on the entire road. He will also 
have charge of the movement avd distribution of cars, All 
orders ano instructions will be issued through the Division 
Superintendents on their respective divisions.” 


Pittsfield & North Adams.—This company has elected 
Henry Colt President: Ignatius Sargent, Jr., Edward Jack- 
son, F', H. Appleton, Chester W. Chapin, Directors. The road 
is leased to the Boston & Albany. 


Providence & Worcester.—The new board has reélected 
George A. Leete President; John R. Balch, Clerk and Treas- 
urer; Wm. E. Chamberlain, Superintendent. 


Victoria,—At the annual meeting in Toronto, Ont., Feb. 
4, the following directors were chosen: R. Barber, C. W. 
Bunting, C. J. Campbell, W. W. Cobb, H. P. Dwight, C, J. 
Fish, George Laidlaw, J. B. Robinson, Wm. Thomson. The 
board elected George Laidlaw President; C. J. Campbell, 
Vice-President. 


West Jersey.—The new board has reélected George B. 
Roberts President; A. J. Cassatt, Vice-President; Wm. 
Taylor, Secretary and Treasurer. 


Wisconsin Railroad Commission.—Mr. A. J, Turner, who 
has been a very useful officer, has been re-appointed to the 
position of Railroad Commissioner uf Wisconsin, 


PERSONAL. 


—Mr. Abiel Goss, formerly for many years Master Bridge- 
Builder and Carpenter of the Boston & Lowell road, was 
run over and killed in Boston, Feb, 11. He was 78 years 
old and retired from business several years ago, 

—Mr. Francis Cogswell, an active and prominent citizen, 
died in Andover, Mass., Feb. He was formerly for 
many years a director of the Boston & Maine and for sev- 
eral years President of that company. 

—Mr. C. W. Bradley has camenes his position as Commer- 
cial Agent in St. Louis for the Wabash, St. Louis & Pacific 
Company, and will engage in business in Colorado, 

—Mr. C, A. Chipley has resigned his position as General 
Freight Agent of the Pittsburgh & Lake erie road. 

-—-It is reported that Mr. B. W. Smith, of Boston, will 
shortly be appointed Manager of the Detroit, Hillsdale & 
Southwestern and the Toledo & Ann Arbor road. 

—Mr. Theodore A. Stecher, General Ticket Agent of the 
Pennsylvania Railroad Division of the Pennsylvania Rail- 
road, died suddenly of heart disease at his residence at Ard- 
more Fark, Pa., Feb. 17. He had held his late position since 
1873, and had been in the company’s service for 27 years, 

—Mr. Peter Thatcher, on old and well-known resident of 
Cleveland, O., died last week at the age of 68 years. In 
early life, Mr. Thatcher worked as a track-hand on the 
Boston & Providence road. He was afterward with the 
contracting firm of Otis & Co., and in 1850 formed the 
bridge-building firm of Thatcher, Stone & Co., afterward 
Thatcher, Burt & Co., of Cleveland. In 1863, he gave up 
the bridge business and went into the grain business and 
afterward into the manufacture of paint. He was a promi- 
nent Mason and Knight Templar. 

—Superintendent J. L. Butman, of the Buffalo, Chau 
tauqua Lake & Pittsburgh Railway, having turned over that 
yroperty to Superintendent T. H. Wilson, of the Fit'sburgh, 
Titusville & Buffaio, will leave for Nova Scotia to look after 
some railway interests there, to be absent for a few weeks, 
when he will return and take charge of a new railway pro 
ject about to be put into operation. 


TRAFFIC AND EARNINGS. 


Coal Movement, 
Coa] tonnages for the week ending Feb. 6, are reported a 
follows: 


1880. 1879. Ine. or Dec, P.e, 
Anthracite. ... er 301,712 370,800 D, 78,187 20.6 
Semi-bituminous.... ..... 88,825 51.064 I. 36,888 709 
Bituminous....... . . 44,569 39,758 1, 4,611 11.6 
SS Satvares wees 26,800 [, 24,851 92.3 


The Reading and the Delaware & Hudson have, it is said, 
agreed upon a partial suspension of mining in February and 
March, and ask the other companies to come into the ar- 
rangement, but they have not done so as yet. J 

The miners in the Cumberland region have given notice 
that, after Feb. 28 they will not work for less 65 cents per 
ton, and that they will strike if their demands are not com 
plied with. 

The distribution of Cumberland coal tonnage for January 
was as follows: 





1880. 1870, Increase. P.c. 

Baltimore & Ohio R. R..... 129,301 HBAS 76 254 143.0 
Ches. & Ohio Canal ‘ 2,580 tree es 2, rsS oor 
Bedfcrd Div., P. R. R...... 11,127 7,827 3,300 42.3 
TOME Siva cies conserved 143,101 60,084 82,117 154.1 


Actual tonnage passing over the Huntingdon & Broad 
Top road in January was as follows: 
1880, 1879. Increase. P. c. 





Grayville & Mattoon.—Receiver Morrill has meng Mr. | 


senger Agent Kimball, of the Union Pacific ; 


Broad Top coal...... Se ae oe te 11,003 8,429 76.6 
Cumberland coal.... ee 12418 7,555 5,058 68.3 
Datehss cs essen veceeee. 31,845 18,358 13,487 72.0 


The Broad Top coal is mined on the line; the Cumberland 


| carried through from Mt. Dallas to Huntingdon. 
Lake Erie & Western.—Mr. W. H. Vandergrift has been | 


Actual tonnage of anthracite coal passing over the Penn- 
sylvania & New York road for the two months of its fiscal 
year from Nov. 1 to Jan. 31 was: 1880, 108,568; 1579, 
100,382; increase, 8,236 tons, or 8.2 per cent. 

Pacific Passenger Rates. 


At a meeting of general passenger agents in ¢ ‘hicago, Feb. 
18, the following dispatch was received from General Pas 


fr. Goodman, of the Central Pacific Railroad, tele 


graphs me thet San Francisco is fullof New York passengers 
lawaiting the departure of the next steamship, which will 
sail on Feb. 20. The Pacific Mail Steamship Company is offer 
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ing through rates of $75 cabin, and $35 steerage, and pay- 
ing 85 commission for each ticket, to hotels, etc. Shall I 
say to Goodman that the Central Pacific may make such 
rates as may be necessary to hold the business, and -you will 
share the reduction on the basis of the present through pro- 
portion ?” 

After a full discussion the representatives of the roads 
leading west from Chicago sent the following: ‘ Kansas 
City and Omaha will aceept and prorate per mile on an 
ra.e which the Central Pacific makes to meet the rates made 
by the Pacific Mail Company to New York, provided the 
tickets are limited to one day beyond the actual] schedule 
time, and to be sold at tariff rates, with a drawback on New 
York to the amount of reduction.” 

A later dispatch says that the Union and Central Pacific 
companies declined this offer, and Mr. Kimball announces 
that arrangements have been made with the Pennsylvania 
Company to take through passengers by way of St. Louis. 


Railroad Earnings. 
Reports of earnings from different roads have been 
received as follows: 
Year ending Dec, 31: 





1879, 1878, Ine, or Dee. P.c. 
Atlantic, Miss. & Ohio,,..$1,749.614 $1,718,456 L $31,158 L& 

Net caruings.. SE 525.805 I. 237,071 45.1 
Bur., Cedar Rap. & No... 1,534,949 = 1,527, I 7,282 0.4 

Net earnings........... 580,142 450,025 1. 100,117 22.2 
Chesapeake & Ohio, .... 1,986,537 234 1. 28,302 15 

Net earnings..... ..... 49,220 $21,900 IT. 117,320 36.4 
Frankfort & Kokoms ke 40,896 38,597 I 2,409 6.5 

Net earnings........... 22,630 17,673 1 4,957 28.0 
Int. & Gt. Northern...... 1,775,861 1,636,260 I. 130,392 85 

Net earnings........... 597,396 650,240 D, 52,855 8.1 
Louisville & Nashville... 5,955,575 5,355,100 I. 600,475 11.2 

Net earnings.... .... 2,543,383 2,165,216 I. 278,167 17.5 
Mobile & Montgomery . 703.407 679,260 I. 24.147 3.6 

Net earnings........... 227,541 255,159 D. 27,618 10.8 
Nash., Chatta, & St. L... 1,800,877 1,631,681 I. 169,196 10.4 

Net earnings.... ..... 671,482 575,235 1. 96,247 16.7 
St, L., Iron Mt, & 8o..... 5,202,611 4,514,523 LL. 778,200 17.2 

Net earnings........... 2,300,555 1,945,956 I. 354,590 18,2 
Wet FOCMET 0400. trccvscce 583,723 541,678 I. 42,045 7.8 

Net earnings ....... 251,357 202,985 I. 48,372 24.8 

Month of December : 

Carolina Central......... $49,080 $47,779 I. $11,801 29.9 

Net earnings........... 24,182 11,690 I. 12,492 106.8 
Comtral OWS «62. cncccees 83,340 65,410 1. 17,930 27.6 

Net earnings........... 35,076 24,081 1. 10,996 45.8 
Dakota Southern.... .... 9,918 19,080 D. 9,142 47.9 

Net a 19,567 D. 10,088 95.2 
Gal, Har, & San Anto 132,096 D. 7,600 5.8 
Great Western.... 274,195 I. 122,405 6 

Net earnings........... 177, 79,673 1. 97,627 122.5 
N. Y. & New England... 176,000 138,831 [. 37,831 8 

Net eornings........... 51,000 6,639 I 44,361 668.2 

Month of January: 

1880. 1879. 

Cairo & St, Louis........ $22,821 $17,263 L 5,558 32.1 
Central Pacific .......... 1,223,000 1,089,166 I. 135,834 12.3 
Chesapeake & Obio...... 202,335 88,667 I, 113.658 128.1 
Cleve., Mt. Ver. & Del..... 33,868 28,427 1. f,441 19.2 
Ind., Bloom. & Western. 80,408 82,034 D 2,436 2.9 
Louisville & Nashville... 647,671 450,476 I, 197,195 43.8 
Northern Pacifie ........ 81,843 37,014 I. 44,829 121.2 
Og. & Lake Champlain. . 30,20 18,069 I. 12,132 67.1 
St. L., A. & Terre Haute, 

Mie BIO 6a 6 civcarincen 96,519 59,757 IL. 36,762 60.5 
St. Paul & Sioux City ... 98,659 78,928 I. 19,731 25.0 
Wabash, St. L. & P...... 780,447 571,197 1. 209,250 36.6 

First Week in February: 

Chi. & Eastern Ill,....... $19,307 $16,048 I $3,259 20.4 
Chi., Mil. & St. Paul..... 181,000 133,096 I. 47,904 36,0 
Flint & Pere Marquette.. 26,544 18,623 I. 6,921 37.2 
St. L., tron Mt, & So..... 131,600 3,303 1. 38,207 41,0 
Wabash, St. L. & P.... .. 202,736 148,959 I, 53,807 36.1 

Week ending Feb, 7 : 

Grand Trunk............ $174,441 $171,797 I. $2,644 1.5 


Grain Movement. 

For the week ending Feb. 7, receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets, and receipts at the seven Atlantic ports have been—in 
bushels—for the past seven years : 





Northwestern Northwestern Atlantic. 
Year. r ipt hi t receipts. 
1874 . 2,912,288 1,876,452 1,838,141 
Oe RI eae ee. 1,345,508 036,011 1,553,001 
SP aah eee - 2,524,775 1,101,721 1,730,545 
1877 (477,302 970,548 1,975,509 
L878 . 2,699,954 2,405,538 3,680,012 
1879 .. 2,863,001 1,681,011: 3,926,153 
BORD. cc cucibnasnc catia . 2,990,087 1,431,079 1,842,321 





The receipts of the Northwestern markets for the week this 
. year have been smaller than before this winter, except once, 

though larger than in the corresponding week of aay pre- 
vious year, Theshipments of these markets have been larger 
but once this year, but they are smaller than in the corre- 
sponding week of 1879 and much smaller than in 1878 (in 
both of which grain was carried at one-half the rates charged 
this year). The receipts of Atlantic ports are nearly one- 
fourth less than in the preceding week, when they were the 
smallest of the year, and ‘hanes been but one other week 
since June, 1877, that they have been so small, and that was 
the second week of January last year, when both the New 
York Central and the Erie were so blocked by snow as to be 
able to deliver but very little grain. 

Of the receipts at Northwestern markets for the week this 
year, Chicago had 35 per cent, St. Louis, 33.3, Peoria, 12.6, 
Toledo, 8, Milwaukee, 7, Detroit, 2.2, and Cleveland 1.9 per 
cent. The proportion of St. Louis is unusually large. 

Of the receipts at Atlantic ports New York had § 84.7 per 
cent, Baltimore, 19, Philadelphia, 17.5, Boston, 15.4, New 
Orleans, 10.2, Portland, 2, and Montreal 1.2 per cent. All 
except New Orleans and Boston have more than in the pre- 
ceding week, but New Orleans receipts are only about one- 
sixth as much as then. 

The exports of six Atlantie ports (all except New Orleans) 
have been as follows : : 
(—-————-——-— Week ending—-—— —- —_. 
Feb, 7,80. Jan, 31,°80. Jan, 24, ’80. Feb. 8, "79. 


Flour, barrels .... 78,475 95.132 104,628 135,268 
Grain, bushels .... 2,024,353 1,755,511 2,425,900 = 3,271,582 


The decrease since the corresponding week of last year is 
44 per cent in flour and 38 per cent in grain. 


Increasing the Lake Marine. 
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lakes. There is difference of opinion as to whether 1,800 ! 


tons is not the outside limit for expeditious handling outside 
and in the shallow, crooked, well-bridged harbors, but the 
revailing sentiment is for making the craft as large as 
hey well can be. It been urged to have them 
of 2,500 tons carrying capacity, built full and flattish, 
but the argument is used that for even 2,000-ton 
craft there will have to be a great improvement in the depth 
of water through Detroit River, and also that the standard 
good rules of symmetry should not be violated in their con- 
struction; that carrying capacity of 2,000 tons—about 15 
or 15% feet draught of water—is a great increase over the 
proportions of most of the present lake craft, and is about 
as far in advance as careful steamboat managers are going, 
the new boats building for the propeller lines all being of 
that size except one 2,200-ton craft. From all that can be 
athered in regard to the matter it seems likely that the 
,000-ton propeller will carry. If it does, the stock, now at 
,000, will be increased to $1,000,000. 

“The project is an established fact, and is one of great 
importance. The lakes already have numerous steam and 
tow barges in the grain trade, but this new line, owned by 
shippers themselves, will cut a great figure, and prove a 
great lever in ‘regulating freight rates,’ as the shippers 
sa ” 

Another articie in the same pager says: 

‘* Vessel-owners seem to generally concur in the idea that 
if transportation on the lakes is to be cheap, it must be car- 
ried on in the largest class of craft—craft larger than any at 
present afloat on the lakes. Capitalists nage money into 
vessel property now are acting on this idea, and, with a few 
exceptions, all the craft on the stocks at lake ship-yards the 
present winter are of monster dimensions. 

The regular steamboat companies, whose boats ply be- 
tween Lake Erie ports and Chicago, are building five new 
propellers—the Anchor Line three, the Union Line one, and 
the Western Line one. Four of these craft will be of 2,000 
tons carrying capacity each, and one of 2,200 tons 
capacity. Besides these, Fries, of Milan, is building a steam- 
barge of about 2,000 tons, and three or four steam-barges 
of about the same proportions are in course of construction at 
Cleveland yards. These fine, large craft are being built on 
the understanding that the government will continue the 
good work of improving the Brie in Detroit River at the 
Lame Kilns, and in improving the channel in St. Mary’s 
River, until a safe depth of sixteen or seventeen feet is 
reached—high or low water.” * * * 

“The five boats building by the Anchor, Union, and Wes- 
tern lines will have an aggregate carrying capacity of 10,- 
200 tons. ‘lwo of them are of iron, and will cost $150,000 
each, while the 2,200-ton wooden boat will cost $135,000, 
and the two other 2,000-ton wooden boats $125,000 each, an 
aggregate cost of about $700,000,” 





Chicago Ticket Agreement. 

A dispatch from Chicago, Feb. 18, says: ‘‘ The roads lead- 
ing to Missouri River points to-day signed an agreement 
for withdrawing redemption tickets from all offices, except 
regular ticket oftices, along their respective lines, also allow- 
ing a commission of $1 on all tickets on Chicago to Missouri 
River points, Kansas, Nebraska and Colorado, This agree- 
ment takes effect to-morrow, and ends what threatened to be 
a serious war.” 


THE SCRAP HEAP. 


Railroad Equipment Notes. 

The Allen Paper Car Wheel Co. has been organized as 
successor to the Hudson Paper Car Wheel Co., with A. 
Gilbert Darwin, President; John E. Gillette, Vice-President; 
James C. Beach, Secretary and Treasurer. The capital 
stock is $1,000,000. The new company intends to build shops 
in Chicago. 

The Union Pacific shops at Omaha, Neb., are building 
severul postal cars and also several baggage and caboose 
cars. 

H. K. Porter & Co., in Pittsburgh, have lately shipped 
light locomotives to Eastern Pennsylvania, Ohio, Colorado, 
Alabama, Florida and Porto Rico. They are at work on or- 
ders from Western Pennsylvania, West Virginia, Indiana, 
Michigan, Georgia and New Orleans. 

The Ohio Falls Car Works, at Jeffersonville, Ind., are véry 
busy on orders from several roads. 

The Indiana Car Co., at Cambridge City, Ind., is building 
100 box-cars for the Illinois Midland, 200 for the Indiana, 
Bloomington & Western, and 200 for the Nashville, Chatta- 
nooga & St. Louis. 

Josiah M. Clark, at Howell, Mich., has lately filled orders 
for hand-cars and tracks for the Canada Southern, the Cin- 
cinnati Southern, the Cleveland, Painesville & Ashtabula, 
the Eastern Kentucky and several Western roads. He is 
now running his shop on orders for hand-cars for the Colum- 
bus & Hocking Valley and the Columbus & Toledo roads. 

The Philadelphia & Reading shops, at Reading, Pa., are 
building some coal cars 25 ft. long, 8 ft. wide, with | 
very high sides, and carried on two four-wheel trucks, They | 
will hold 20 tons of coal. If successful, a number of similar | 
cars will be built. 

The Grand Trunk shops, at Montreal, are building 1,000 | 
new box-cars for use on the road. 

E. L. Bushnell, of Poughkeepsie, N. Y., manufacturer of | 
car-seat springs, on Feb. 1 moved into new quarters, his | 
business having so increased as to make more room neces- | 
sary. 





Iron and Manufacturing Notes. 
The Springfield Iron Co., of Springfield, Ill., has jnst | 


started one 15-ton Pernot furnace for the manufacture of | 
The com- | 


steel, the first heat having been made on Feb. 9. 
pany is also building another such furnace, with cupolas for 


ay the Krupp method. This additional plant will be ready 
for use within the next 60 days. 
with improved hydraulic tables and Siemens heating fur- 


test it. The product of the furnaces will be for the most 
part worked into rails fur the present. The whole of the im- 
Lege eper have been made from designs by Alex. L. Hol- 
ey, who estimates the output, when everything is in good 


A new blooming mill, | 


naces, is completed, and has already been worked enough to | 


Top Railroad, for Mr. Robert Hare Powel, each 70 ft. 
high, with 18 ft. bosh, and an estimated ew of 60 tons 
per day; one of the same pattern is being built by the Low- 


| moor fron Co., at Lowmoor, Va.; a contract has been made 


for two similar turnaces for the Union Rolling Mill Co.,‘in 
Chicago, which will also apply Whitwell stoves to two of its 
existing furnaces; and a contract is about closed for one on 
the Delaware, which, itis reported, will be the largest in the 
East, if notin the country. 

The Marietta & Cincinnati Railroad has recently been re- 
newing the track on its Portsmouth Branch with steel. Itis 
said that the steel was contracted for nearly a year ago, but 
the old iron was not sold till recently, when they brought 
just about as much as the new steel rails cost. 

A Belgian paper notes that the Angleur Bessemer works, 
in Belgium, have taken a contract to manufacture 5,500 tons 
of rails to fill an American order, at about $45.60 per ton 

The latest Jetting of steel rails in Germany reported 
(about the end of January) was at the rate of $60.62!¢ per 
ton, a material advance on prices but a little while before. 

The North Chicago Rolling Mill Co. has bought a tract of 
75 acres of land from the Chicago & Calumet Canal Co., 
and proposes building a new blast furnace, Bessemer steel 
works and rolling mill. The company’s intention was at 
first to build the new works on land adjoining the present 
mills, but so high a price was asked for the land that that 
plan was given up. 

Bridge Notes. 

The Beaver Falls Bridge Works, at Beaver Falls, Pa., are 
building several iron bridges for the Warwick Valley Ex- 
tension. 

Margins. 

The punster of the Boston Advertiser thinks that holders 
of Flint & Pere Marquette who bought at a dollar or two a 
share, ought to be satisfied with the Marquette price. 

There is an old joke about the connection between Char - 
lotte and Augusta. There is room for a similar one out in 
Arkansas, where Helena and Marianna have just been con- 
nected by rail. 

Nobody has bought a “ great trunk road,” or formed a 
new ‘“‘system” for nearly three days. This is an omission 
which should be rectified at once. 

A railroad man, who was instructed to inform a lady that 
her husband had been killed by an accident, and was cau- 
tioned to break the news gently, is credited with writing the 
following letter: ‘‘ Dear Madam: I write to say that your 
husband is unavoidably detained. An undertaker will call 
on you to morrow with full particulars.” 

Street Car Patents, 

In the case of John Stephenson, the well-known manufac- 

turer of street cars and omnibuses, against the Second Avenue 

tailroad Company, of New York, vefore Judge Wheeler, in 
the United States Circuit Court, it was decided Jan. 26 last 
that certain patents for improvements of street cars granted 
to Stephenson (Nos. 1,959, 45,442, 87,800, 126,757, and 6,- 
697), are good and valid, and that Stephenson is the owner 
of them and is entitled to recover from the Second Avenue 
Railroad Company for infringing them. Reference was 
made to a Master to ascertain and report the profits of the 
company from the use of these inventions and the complain- 
ant’s damages. and a perpetual injunction was issued against 
the company’s further use of the inventions. 


Working of a Mutual Benefit Association. 

There is on the Mahoning Division of the Atlantic & 
Great Western Railroad a mutual benefit association, with 
office at Cleveland, whose report for the year ending Jan. 
25, 1879, has just been published. From this it appears 
that the association received 218 members in 1878 al 88 in 
1879, of which number 38 have dropped out and 4 died, 
leaving 264 at the date of the report. The association paid 
$8 per week to disabled members, and expended $1,136 for 
this purpose; the members benefited being 28 in number, 
and the disability lasting from two to 17 weeks, and in the 
aggregate to 142 weeks, an average of 8514 days for each 
erson. The occupations of those benefited were as follows: 

Jaggageman, 1; flagman, 1; locomotive engineer, 4; tele- 
graph operator, 4; conductor, 3; brakeman, 7; foreman 
¥, B —— repairer, 1; section man, 2; carpenter, 
2; car-oiler, 1. Ten of the 28 cases of disability were due to 
accidents, and the rest to sickness, and five of the accidents 
were by falling (not all on the railroad). It seems that 
about one member in 11 was disabled at one time or another 
during the year, and on the average there were 3144 days of 
disability to each member—a pretty healthy set of men, one 
would say, if all days of disability were paid for. The total 
expenses of the association, aside from the payments to dis- 
abled members were $103.75—$75 for a year’s salary to the 
Secretary and the rest for printing and stationery The 
average total expenditure per member was $4.05, 


The Brakemnn at Church. 


On the road once more, with Lebanon fading away in the 
distance, the fat passenger drumming idly on the window- 
pane, the cross passenger sound asleep and the tall, thin pas- 
senger reading ‘‘Gen. Grant’s Tour Around the World,” and 
wondering why ‘‘ Green’s August Flower” should be printed 
above the doors of “A Buddhist Temple at Benares.” To 
me comes the brakeman, and, seating himself on the arm of 
the seat, says: 

‘*T went to church yesterday.” 

‘* Yes?” I said, with that interested inflection that asks for 
more. ‘And what church did you attend ?”’ 

‘Which do you guess ?” he asked. 

**Some union mission church ?” I hazarded. 

‘* Naw,” he said, ‘‘I don’t like to run on these branch roads 
very much. Idon’t often go to church, and when I do, I 


| want to runon the main line, where you run is regular and 
poemeling the pig metal, and a furnace for dephosphorizing | 


you go onschedule time and don’t have to wait on connec- 
tions. I don’t like torunon a branch. Good enough, but I 
don’t like it.” 

‘* Episcopal?” I guessed. 

‘* Limited express,” he said, ‘‘ all palace cars and two dol- 


| lars extra for a seat, fast time and only stop at the big sta- 


tions. Nice line, but too exhaustive fora brakeman. All 
train men in uniform, conductor’s*punch and lantern silver- 
plated, and no train boys allowed. Then the passengers are 
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working order, at 40,000 tons of ingots per year. 


) 2 | allowed to talk back at the conductor, and it makes them too 
wariag January the steel mill of the Joliet Iron & Steel 


| free and easy. No, I couldn’t stand the palace cars. Rich 
Co., at Joliet, [ll., made 10,640 tons of steel ingots, and the | road, though. Don’t often hear of a receiver being appointed 
rail mill turned out 8,000 tons of steel rails. About 1,200 | for that line. Some mighty nice people travel on it, too.” 
men are now employed in the works. | * Universalist ?’ I suggested. 
' dise, coal and salt up. Swift’s Iron & Steel Works, in Cincinnati, are making ‘* Broad gauge,” said the brakeman; ‘‘ does too much com- 
The Chicago Inter-Ocean says of it: iron rails for the Kentucky Central and the Springfield | plimentary business. Everybody travels ona pass. Con- 
“lt is a stock company, and, except interests held by | Southern roads. | ductor doesn’t get a fare once in fifty miles. Stops at all 
the builders, the stock has been taken wholly by Chicago | Some of the machinery of the Nimson Forge at Allentown, 


A joint stock company is planned to establish a new line to 

; be known as the Shippers’ Line,” composed of steamers with 
two barges, of the largest class, to ply between Chicago and 

| Buffalo, carrying grain and provisions down and merchan- 











' ude! | flag stations and won’t run into anything but a union depot. 
' and (it is understood) Milwaukee grain and _ provis- | Pa., is being removed to the works of McKee & Fuller, at | No smoking car on the train. Train ordersare rather vague 
i ion shippers, and by coal and salt recvivers here. | Catasauqua. | though, and the train-men don’t get along well with the pas- 

| There are to be ‘six pair’ of craft —six steam| The Winfield Furnace property, in Butler County, Pa.,|sengers. No, I don’t go to the Universalist, though I know 
and six tow barges. It is —— agreed that has been sold to Graff, Bennett & Co., of Pittsburgh, who | some awfully good men who run on that road.” 

they shall not be less than 1, tons carrying ca-| will open the ore-bed and limestone quarry upon it. | “* Presbyterian ?”’ I asked. 


pacity each, but some of the stockholders are urg-| The Duluth Iron Co. is preparing to start up its furnace at | 
ing that, as a big project has been entered into,| Duluth, Minu. It will run on Lake Superior ore, using 
it might as well be on a grand scale generally, and | charcoal as fuel. 
they si that the stock be increased and tha There are now under construction with Whitwell stoves 


t the new 
vessels be made just as large as can safely navigate the|two large furnaces near Saxton, Pa., on the Broad 


‘* Narrow gauge, eh?” said the brakeman, ‘ pretty track, 
| straight as arule; tunnel right through a mountain rather 
than go around it; spirit-level grade; passengers have to 
show their ticket before they get on the train. Mighty strict 
road, but the cars are a little narrow; have to sit one ina 
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seat and no room in the aisle todance. Then there is no 
stop-over tickets allowed; got to go straight through to the 
station you're ticketed for, or you can’t get on at all. When 
the cur’s ful) no extra coaches; cars built at the shops to hold 
just so many and nobody else allowed on. But you don’t 
often hear of an accident on that road. It’s run right up to 
the rules.” 

‘* May be you joined the Free Thinkers ?” I said. 

“Scrub road,” said the brakeman, “ dirt road-bed and no 
ballast ; no time card and no train dispatcher. All trains 
run wild, and every engineer makes his own time, just as he 
pleases. Smoke if you want to; kind of a go-as-you-please 
road. Too many side tracks, and every switch wide open 
all the time, with the switchman sound asleep, and the tar- 
get lamp dead out. Get onas you please and get off when 
you want to. Don’t have to show your tickets, and the con- 
ductor isn’t expected to do anything but amuse the passen- 
sengers. No, sir; I was offered a pass, but I don’t hke the 
line. i don’t like to travel on a road that has no terminus. 
Do you know, sir, I asked a division superintendent 
where that road run to, and he said he hoped to 
die if he knew. I asked him if the general super- 
intendent could tell me. and he said he didn’t believe they 
had a general superintendent, and if they had, he didn’t 
know anything more about the road than the passengers. I 
asked him who he reported to and hesaid ‘nobody.’ I asked 
a conductor who be got his orders from, and he said he didn’t 
take orders from any living man or dead ghost. And when 
[ asked the engineer who he got his orders from, he said he’d 
like to see anybody give him orders; he’d run that train to 
suit himself, or he'd run it into the ditch. Now you see, sir, 
I'm a railroad man, and I don’t care to ride on a road that 
has no time, makes no connections, runs nowhere and has no 
superintendent, It may be all right, but I’ve railroaded 
too long to understand it.” ' 

‘**May be you went to the Congregational church ?” I said. 

‘Popular road,” said the brakeman, ‘an old road, too; 
one of the very oldest in this country. Good road-bed and 
comfortable cars. Well managed road, too; directors don’t 
interfere with division superintendents and train orders. 
Road’s mighty popular, but it’s pretty independent, too. 
Yes, didn’t one of the division superintendents down east 
discontinue one of the oldest stations on this line two or 
three years ago? But its a mighty pleasant road to travel 
on. Always has such a splendid class of passengers.” 

“Did you try the Methodist ?” I said. 

‘Now you’re shouting,” he said with some enthusiasm. 
‘** Nice road, eh ¢” Fast time and plenty of passengers. En- 
gines carry a power of steam, and don’t-you forget it; steam 
gauge shows a hundred and enough all the the time. Lively 
road; when the conductor shouts ‘all aboard,’ you can hear 
him to the next station. Every train-light shines like a 
headlight. Stop-over checks are given on all through tick- 
ets; passenger can drop off the train as often as he likes, do 
the station two or three days and hop on the next revival 
train that comes thundering along. Good. whole-souled 
companionable conductors; ain’t a road in the country where 
the passengers feel more at home. No passes; every passen- 
ger pays full traffic rates for his ticket. Wesleyanhouse air- 
brake on all trains, too; pretty safe road, but I didn’t ride 
over it yesterday. 

‘Perhaps you tried the Baptist ?” I guessed once more, 

‘Ah, ha!” said the brakeman, ‘‘ she’s a daisy, isn’t she ? 
River road; beautiful curves; sweep around anything to 
keep close to the river, but it’s all steel rail and rock ballast, 
single track all the way and not a side track from the round- 
house to the terminus. Takes heaps of water to run it 
through, double tanks atevery station, and there isn’t an en- 
gine in the shops that can pulla pound or run a mile with 
less than two gauges. But it runsthrough a lovely country; 
these river roads always do; river on one side and hills on 
the other, and it’s a steady climb up the grade. all 
tha way till the run ends where the fountain-head 
of the river begins. Yes, sir, Dll take the river 
road every time for a lovely trip, sure connections and 
good time, and no prairie dust blowing in at the windows. 
And yester lay, when the conductor came around for the 
tickets with a little basket-punch, I didn’t ask him to pass 
me, but I paid my fare like a little man—twenty-five cents 
foran hour’s run and a little concert by the passengers 
throwed in. I tell you, Pilgrim, you take the river road 
when you want—” 

But just here the long whistle from the engine announced 
a station, and the brakeman hurried to the door, shouting: 

** Zionsville |! This train makes no stops between here and 
Indianapolis.”—Burlington Hawkeye. 


A Log Railroad. 


A log tramway or railroad in use by the Richardson 
Brothers at their mill, south of Truckee is a very ingenious 
piece ox machinery. Logs ten inches or a foot in diameter 
are hewn round and smooth and their ends are coupled to- 
gether by iron bands. These logs, laid side by side upon 
graded ground for a distance of perhaps three miles, form 
the track. Of course the road looks quite like an ordinary 
railroad track, except that logs are used instead of rails, and 
the ties are at much greater intervals. The wheels of the 
engine and cars are concave on their outer surface, and fit 
the curve of the logs. The power is applied to a wheel in 
the middle of the forward axle on the engine. The most 
remarkable loads of logs are hauled upon the cars, and the 
affair is a decided success. It is very cheap, its construction 
is simple, itis not easily damaged, and its operation is all 
that could be desired. By means of this log railroad the 
Richardson Brothers are enabled to get their logs to the mill 
from the forest, three miles distant, at a cost far less than it 
is ordinarily done.—Truckee (Nev.) Republican. 


A Flying Railroad, 


An Oil City dispatch to the New York Times, dated Feb. | 
11, says: ‘‘ Several years ago, building sites being scarce in | 


this city, a number of speculators combined to carry out 
a scheme which they believed would make available a large 
tract of land on the summit of one of the high hills which 
overlook the city. To make the property easily accessible, 
they built a railroad from the foot of the hilt to the summit. 
The road was a quarter of a mile long, and extended up the 
hill at an angle of 45 degrees. Cars were hauled up this in- 
clined poe and let down it by means of a stationary engine, 
after the manner of the gravity railroads in the Pennsylva- 
nia coalregions. A Jarge amount of capital was invested 
in the land and the railroad, but the scheme proved a fail- 
ure, and the road was abandoned two years ago. Last week 
the rails and machinery were sold to persons from Tama- 
qua, Schuylkill County, who intend to utilize them in the 
coal region. 

“The road was a narrow gauge, and consisted of two 
tracks. The rails were fastened together at each end, and 
formed four unbroken lines of iron from top to bottom of the 
hill. The steepness of the hillside, and the fact that it is at 
present covered with ice, made it almost impossible for 
workmen to take up the rails by working upon it, so the plan 
of moving one line of rails entire down the hill, and taking 
the rails apart as it moved down, was adopted. Several of 
the bottom rails of one line were taken off, and then a ro 
was made fast to the lower end, which was then about 1 
feet from the bottom, and horses were attached to pull the 
rest of the string, The ties were covered with ice. The 


string of rails was started, but as soon as it moved from its 
position it began to slide down the hill by its own gravity, 
over the icy ties. Before it reached the bottom it was going 
at a high rate of speed. When it struck the street at the bot- 
tom of the hill, the line of rails broke its connection at several 
laces, and rails were thrown in every direction, some being 
urled a distance of 300 feet. About 200 feet of the string, 
however, dashed across the street and struck a barn on 
Henry Case’s lot. It passed through the barn like a stroke of 
lightning, and with its impetus only slightly decreased, 
glided across Case’s garden, just missing the dwelling-house, 
and Cemolishing an out-house that stood in its path. From 
Case’s garden it dashed into the back yard of James’ Hotel, 
and made directly for the kitchen, where several girls were 
at work. Fortunately for the girls, something in its way 
caused a — deviation in its course, and it plunged against 
a stone-wall near the kitchen-door. This knocked several of 
the raiis loose. These were hurled into an adjoining yard, 
which they plowed up for 50 feet, and then came to a stop. 
‘* The other part of the line was thrown high into the air, 
and it struck a chimney on the hotel, which it completely 
demolished. From the roof of the hotel the iron leaped still 
higher, and landed on the roof of a three-story building 50 
feet away. This roof it tore up for a long distance, and 
coming in contact with a chimney, partially demolished 
that. The force of the flying iron was then spent, and the 
rails remained lying on the roof of the last building. But 
for the fortunate intervention of the stone-wall, it is more 
than likely that loss of life would have resulted from this 
singular accident, for it would have dashed with great force 
into the kitchen among the girls at work.” 


Collecting His Fare Again. 

Yesterday afternoon a stranger was going down Third 
street, moving in zigzag lines as if he had a contract from 
Engineer Scowden for taking the dimensions of the side- 
walk. It was not the length of the street, but the width 
that bothered him so much. In one hand he carried a hat- 
box and an umbrella, and in the other a gripsack; while 
under each arm were stuffed several domestic-looking bun- 
dies. He was evidently making for the Cincinnati mail- 
boat. 

On reaching the wharf he stepped aboard and proceeded 
immediately to the cabin. Tumbling into a chair, with his 
baggage scattered around his feet, he was soon oblivious to 
all that was passing, and remained so till he was roused by 
the captain, who shook him persistently and yelled the word 
* ticket.” Our stranger indicated that he had no ticket. 

‘* Fare, then,” demanded the captain. 

** How muzh ?” 

He was told, and he handed his loose change to the cap- 
tain, who took the proper amount, He was soon snoring 
again. 

Half hour passed, and the captain again made his appear- 
ance, 

** Fare !” 

** How muzb ?” 

The amount was stated as before; the stranger ponied up 
and again fell asleep. This thing was gone over four times, 
and when the captain for the fifth time aroused the sleeper, 
he had sobered up a little, and was evidently as mad as a 
hornet. Looking daggers at the indefatigable collector, he 
muttered: 

** Look a ’ere, cap’n, why the b— don’t you c’lect all your 
tare at once ¢ hat you come ’sturbing a man this way for ¢ 
How much to Cincinnati ?” 

‘Cincinnati !” yelled the captain. ‘This here ain’t no 
Cincinnati steamer. This is the Jeff. ferryboat.” 

The last seen of our traveling friend he was standing on 
the wharf with his baggage in his hands and a cart-load of 
levee mud on his boots. 

The General Lytle was half way to Cincinnati.—Louisville 
Post and News, 

A Big Story. 
An Ottumwa (la.) paper tells this rather improbable story: 
| “Tuesday morning a gang of hands were working on the 

Wabash, St. Louis & Pacific railroad just this side of Bel- 

knap. They found it necessary to tear up some track, and 
laced out a signal a quarter of a mile this side of the gap 
to flag the trains. The engineer failed to see the flag and 
thundered along with a heavy train at a rattling pace. The 
section men had a 10-foot rail out when the train bore down 
on them, and consternation was in every eye and fear 
blanched every cheek, as it was supposed there was no pos- 
sible hope of preventing a dire disaster. A passenger, who 
was on the caboose, tells us, however, that the engine and 
freight car rolled over every one of the ties, struck the end 
of the next rail, mounted it and went on just as if the rail 
had not been misplaced, and rolled along in perfect order. 
The hoodoo raised by the trackman alarmed the engineer, 
and when he succeeding in stopping the train the forward 
wheel of the last car rested on the rail and the rear wheel on 
the ties.” 


Duty on Steel Rails. 

A memorial has been presented to the two houses of Con- 
gress protesting against the reduction of the duty on steel 
rails which was lately petitione| for in the name of several 
railroad companies. e have never seen a list of the rail- 
roads petitioning for the reduction. The signatures to the 
one protesting against the reduction ‘‘as injurious to the 
railroad interests, as well as to the American steel industry,” 
are as follows : 
| ‘Memorials having recently been presented to Congress 
from a number of railroads for a reduction of the rate of 
duty on steel rails, and it having been asserted, at the hear- 
ing before the Ways and Means Committee, that the reduc- 
tion was demanded by nearly all the roads in the country, a 
very extensive counter-demonstration of the opposing inter- 
ests was made to-day by the presentation in the two houses 
of Congress, through Representatives and Senators, of me- 
morials from the following railroad officers, protesting 
against the reduction as injurious to the railroad interests, as 
well as to the American steel industry : 

Franklin BD. Gowen, President of the Philadelphia & Read- 
ing Railroad, 869 miles of road. 

3. B. Roberts, Vice-President of the Pennsylvania Rail- 
road, 1,782 miles of road. 

J. N. McCullough, Vice-President ‘‘ Pennsylvania Com- 

ny,” 1,585 miles of road, and Vice-President of the Pitts- 

urgh, Cincinnati & St. Louis Railroad, 201 miles. 

A. J. Cassatt, Vice-President of the Northern Central, 322 
miles; Vice-President of the Baltimore & Potomac 90 miles; 
and Vice-President of the Alexandria & Fredericksburg 
Railroad, 32 miles. 

A. B. Stone, President of the St. Louis, Keokuk & North- 
western, 125 miles. 

T. B. Blackstone, President of the Chicago & Alton, 678 
miles. [Now 840.] 

T. C. Platt, President of the Southern Central of New 
York, 114 miles. 

John 8. Barbour, President of the Washington City, Vir- 
ginia Midland & Great Southern, 360 miles. 

Robert H. Sayre, President, and R. A. Packer, General 
Manager, of the Pennsylvania & New York Canal and Rail- 
road, 128 miles. , 

Alexander Mitchell, President of the Chicago, Milwaukee 
& St, Paul, 1,512 miles, [Now about 2,200 miles. ] 
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Pa Callery, President of the Pittsburgh & Western, 
miles. 

Henry Wood, President of the Philadelphia & Baltimore 
Central, 57 miles. 

G. St. John Sheffield, Vice-President of the New Haven & 
Northampton, 109 miles. 

Albert Keep, Chicago*& Northwestern, 2,158 miles. 

LeGrand B, Cannon, director of the Delaware & Hudson 
Canal Company, 665 miles. 

E. F. Hatfield, Jr., President of the Green Bay & Min- 
nesota, 244 miles, and the Secretary and Treasurer of the 
Sussex Railroad, 34 miles. 

Samuel Sloan, President of the Delaware, Lackawanna & 
Western, 670 miles, 

M. E. Ingalls, President of the Indianapolis, Cincinnati & 
LaFayette, 195 miles, and President of the Cincinnati, La- 
Fayette & Chicago, 56 miles, 

. A, Comly, President of the North Pennsylvania Rail- 
road (mileage included in the Philadelphia & Reading). 

C. C. Knight, President of the Central Railroad of New 
Jersey, 561 miles, and President of the Delaware & Bound 
Brook, 31 miles. 

William A. Ingham, President of the East Broad Top 
Railroad, 80 miles. 

Charles Hartshorne, President of the Lehigh Valley Rail- 
road, 3038 miles. 

Isaac Hinckly, President of the Philadelphia, Wilmington 
& Baltimore Railroad Company, 207 miles of road. 

Pe railroads have a total length of about 16,000 miles 
ot road, 


Prizes for Not Killing Stock. 


Like some other Western roads, the Evansville & Terre 
Haute Railroad Company gives annual prizes to engineers on 
their line who kill the smallest amount of stock. The prizes 
for the year 1879 have just been awarded. John Paine, of 
Evansville, received the first prize of $100, and W. Yost, 
also of that city, received the second prize of $25. The 
company also gave smaller monthly prizes for the same pur- 
pose—to muke their engineers more vigilant and careful in 
regard to stock on the track. 





OLD AND NEW ROADS, 


Bangor & Piscataquis.—The International Railway 
Company of Canada, offers to consolidate with thiscompany, 
agreeing to find the money to build 80 miles of new track to 
connect the two roads. Tbis would make a new line from 
Montreal to St. John by way of Bangor. 

The Bangor City Council has voted to sell the city stock in 
the Bangor & Piscataquis Company to the International 
Company, on condition that the city bonds issued to the 
road are provided for. 


Boston & Lowell.—Plans are being prepared for a 
grain elevator of 500 000 bushels capacity to be built on 
this company’s Mystic River Wharf in Boston. It wiil be 
so arranged that three steamers can be loaded from it at 
once. It will be built jointly by this company and the Cen- 
tral Vermont. 


Boston & Maine and the Kastern,—A_ vonference be- 
tween representatives of these companies relating to the 
working of the present traffic agreements between them, 
held last week, gave rise toa rumor that a consolidation of 
the two companies had been agreed upon. The report was 
contradicted at once by directors of the companies, who 
stated that a consolidation had not been under consideration 
at all. 


Boston, Hoosac Tunnel & Western,—The troubles of 
this company with the Troy & Boston are not yet over, The 
New York Supreme Court, at General Term, bas given a 
decision which apparently affirms the right of the Troy, a 
Boston Company, to the old road-bed of the Albany North- 
ern, part of which has been used by this company in build- 
ing its line. The company will take an = to the Court 
of Appeals, but meantime the Troy & Boston Company 
claims that the decision gives it the right to enter upon the 
disputed road-bed at once and remove the rails of the new 
road, without waiting for the result of the appeal. 


Buffalo, Chautaugua Lake & Pittsburgh,—At the 
special meeting in Philadelphia, Feb, 16, the stockbolders 
voted to approve and contirm the agreement of consolidation 
with the Pittsburgh, Titusville & Buffalo Company. The 
terms of the consolidation are noted elsewhere. 


Burlington, Cedar Rapids & Northern.—The agree- 
ment for the lease of this road to the Chicago, Reck Island 
& Pacific is to be voted on by the stockholders at the annual 
meeting next week. It is said that a good deal of stock has 
changed hands lately, and it is possible that the lease may 
not be confirmed, 


Cairo & Vincennes,—In the United States Circuit Court 
in Springfield, Il., Feb, 13, an order was entered confirming 
the sale of this road under foreclosure to the bondholders. 


Central lowa.—The Boston Transcript says: ‘‘ The re- 
organization scheme, agreed upon about four years ago, is 
progressing favorably, and a new corporation is formed, 
called the Central lowa Railway Company. The first-mort- 
gage bondholders continue in possession of their bonds, and 
receive first preferred stock for three years’ arrears of inter- 
est up to Jan. 14, 1876; afterward, and for the period of 
five years, until Jan. 15, 1881, the bondholders take the net 
income of the road in lieu of interest. These bonds amount 
to $38,700,000, and the interest, which goes into the first pre- 
ferred stock, to $907,000. The net income of the road since 
1876 has not yet been determined. It is said that it may 
amount at the maximum to half a million dollars, which 
may be paid in an income bond, The old second- 
mortgage bonds, amounting to 925,000, go into a second 
preferred stock, together with three years’ interest 
(five years’ interest to Jan. 15, 1881, is wi red out), 
making #1,167,800 of second preferred stock. his is a 
total of $5,774,800 of first-mortgage bonds and preferred 
stocks bearing 7 per cent. The floating debt has been paid 
off, and the old common stock is to be reduced from $4,920,- 
000 to $1,600,000, one share of new stock being given for 
three of old. The stock selling at 12!¢ is the old common, 
worth one-third of the new, which sells at just 36. The 
time for the exchange of stock expired last week, and the 
new stock has just begun to be quoted. The second-mort 
gage bonds now sell at 61. For each $1,000 bond $1,210 in 
second preferred stock will be given a few weeks hence, thus 
making the cost of this stock but 50, as compared with the 
common at 86. The first-mortgage bonds (with the three 
years’ interest coupons, to go into first preferred stock, 
attached), sell at 116. There is also attaching to this 
security the net earnings of the road up to 1881, which, if 
thev amount to $500,000, will be 18 per cent more on these 
bonds, The net earnings of the road in January were 
$35,000, and net earnings of 830,000 per month might be 
the average for the year, It will take #25%,000 to pay the 
interest on the first mortgage, #63,490 to pay the interest on 
the first preferred stock, thus leaving $36 510 or about three 





per cent on the new second preferred stock The road-bed 
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and track are in good condition, one-third of the latter 
being steel, but more and better rolling stock is needed.” 


Central, of New Jersey.-—Argument is now in progress 
before the Chancellor of New Jersey on the suit affecting 
pe of this company’s terminal grounds at Communipaw. 

‘he form which the action has now taken is that of an appli 
cation for a perpetual injunction to restrain the Trustees of 
the School Fond from selli under foreclosure certain 
pre »perty granted by the Riparian Commissioners to the old 
New Jersey West Line Company. 


Chicago & Alton.—This company has been making sur- 
veys for a cut-off or loop line to shorten the road and avoid 
the heavy grade north of Alton, and also for a connection to 
shorten the distance from St. Louis to Kansas City by its 
line. Several routes are to be surveyed for both. 


Chicago & lowa,—A dispatch from Aurora, Il, Feb. 
10, says: “ Supervisor Reising gives an emphatic denial to 
the report that Jay Gould has purchased the Chicago & 
lowa Railroad. The town of Aurora’s stock in that road is 
almost the only stock that is not under a cloud, and that is 
safe in Mr, Reising’s possession and cannot be sold without 
a vote of the town.” 


Chicago, Rock Island & Pacific.—This company 
has leased from the Hannibal & St. Joseph the right to use 
its track from Cameron, Mo., to St. Joseph, and began to 
run its trains to that city Feb. 19. The corey now runs 
trains to all four of the Missouri River points—Kansas City, 
Leavenworth, Atchison and St. Joseph. 


Cincinnati, Hamilton & Dayton. — Notice is given 
that this company’s first-mortgage bonds, which mature 
May 1, will be paid on that date, on presentation at the 
omens agency in New York. The amount of these 
bonds is $1,245,000, and they will be replaced by an equal 
amount of new 6 per cent. consolidated bonds. 

Cincinnati Southern.—The following answers are 
made by the Trustees to questions propounded by the Cin- 
cinnati Board of Trade and Transportation: 

‘1. The contract to Messrs. R. G, Huston & Co. was not 
a von contract—that is, the work was not to be done for a 
specific sum. Their bid was made and the contract awarded 
for specific prices for quantity measurements of the various 
kinds of work to be done. To illustrate, so much per cubic 
yard for masonry, so much per mile for track-laying, so 
much per cubic ard for ballasting, etc. The engineer’s esti- 
mates of quantities, calculated at the prices bid by Messrs. 
RK. G. Huston & Co., and including his estimate for engineer- 
ing expenses, made his approximate estimate of the cost of 
the work, $1,791,598. 

‘2. Messrs. R. G. Huston & Co. have not completed their 
contract according to specifications. 

“3. The remaining portion of the $2,000,000 over con- 
tract price to be er na G. Huston & Co., and the $50,000 
(which, it must be remembered, is to be paid out of the 
$2,000,000 fund) authorized for terminal facilities in Cincin- 
nati, including the amount paid for engineering and other 
expenses, such as printing, negotiating bonds, etc., lies idle 
in bank, and cannot by the restrictions of the law be used 
for any purpose, no matter how urgent the needs of the 
road may be, until the contract of Huston & Co. shall have 
been fully completed. The gross proceeds of the $2,000,000 
loan aggregated $2,060,443 83, and deducting the $50,000 
appropriated for terminal facilities in Cincinnati, and the 
engineer’s approximate estimate of the cost of the work 
under the Huston contract, leaves a balance of $218,845.82. 
This balance is subject to deductions for allowances which 
may be made Huston & Co., for extra work and other claims 
made by them. Tunnels must be arched during the present 
year, at a cost of $85,598.10, and siding and depot accommo- 
dations, in addition to those estimated for under the Huston 
contract, must also be provided for within a year. The cost 
of these as estimated by the trustees’ engineer and the 
General Manager of the company is #54,000, There must 
also be immediately provided in Chattanooga, terminal 
facilities, absolutely essential for openin the road for 
through traffic, and while the donation of $100,000 by the 
city of Chattanooga will probably pay the cost of these im- 
provements, said donation is not available until the trustees’ 
contract for building into Chattanooga from Boyce’s station. 
The cost of this, independent of the right of way yet to be 
acquired, is estimated at $100,000, 

“4. The Trustees have received from the Common Carrier 
Company, as their share of revenues arising from operating 
the road, the sum of $765,098, 12. 

“5. The Trustees have expended out of the construction 
fund to Jan, 1, 1880, for maintenance of roadway, renew- 
als, replacements, taxes and other expenses contingent Spee 
and chargeable to maintenance account the sum of $769. 118. 
The revenues received from the Common Carrier Company 
have been applied to the repayment of this amount to con- 
struction fund, and on said date there was still due from 
—a- account to construction fund the sum of 
$4,019.78, 

' - My answer to your fifth question also answers your 
sixth. 

“7. The completion of the road to Boyce’s station only, 
instead of to Chattanooga, was provided for, because at 
Boyce’s station the road connects with a road of similar 
gauge, by which a connection with Chattanooga is secured. 
To meet the doubt that $2,000,000 would not build to Chat- 
tanooga aud prevent the defeat of the object of the $2,000,- 
000 bill, after it was too late to remedy the defect (for it 
will be remembered that the bill passed on the eve of the 
adjournment of the Legislature), the bill provided building 
to Boyce’s station only, thereby ractically accomplishing 
the same object as would be acquired by building to Chat- 
tanooga. t was hoped ana believed by the Trus- 
tees that $2,000,000 would finish the road to Chat- 
tanooga, and that belief would doubtless have been re- 
alized had work under the Huston contract been commenced 
as soon as awarded, instead of delaying it for nearly six 
months, as was done, until the questioned validity of the 
bonds was tested. 

“8. One million dollars additional is not asked for. No 
amount is named in the Kirby bill. The Trustees think that 
$500,000 in bonds and authority to lease ground to the 
amount of $24,000 for an annual rental should be granted. 
For a fulland convincing answer to your question I urge 
your committee to go down on McLean avenue and see for 
themselves what the road has in the way of terminal accom- 
modations, and I will warrant you will decide with unanim- 
ity that there is more danger of the road being ‘ fenced’ at 
Cincinnati than at Chattanooga. Every dollar the Trustees 
think the Kirby bill should authorize is needed for facilities 
and accommodations.in Cincinnati absolutely essential for 


the traftic of the road when opened for through business. 
he facilities most needed are y increased yard accom- 


modations for shifting cars in loading and unloading freight, 
ew accommodations far in excess of those already pro- 
vided, and permanent machine and car repair shops and 
round-house.” 

Huston & Co., the contractors, turned the road over to 
the operons company—the Cincinnati Railway Company 
—on Feb. 13. Arrangements for the regular running of 
passenger and freight trains through to Chattanooga are 
being made, and the opening was expected to take place 
ubout the end of this week. 


Columbus, Chicago & Indiana Central.—The In- 
dianapolis News of Feb. 16, says: 
cree, by Justice Harlan, in the Pan-Handle, Columbus, Chi- 
cago & Indiana Central railroad lease was received to-day, 
by the clerk of the United States Court, for entry. It finds 
that the Columbus, Chicago & Indiana Central Com- 
pany has performed its covenant of the lease in reducing the 

mded indebtedness of the road: that the Pennsylvania 


258,000 of convertible income bonds for the same amount 
of second-mortgage bonds of the Columbus, Chicago & In- 
diana Central, together with $572,390 accrued interest; that 
on the Ist of January, 1880, there was due and unpaid as 
rent b 
total deduction of $587,281.07, leaving the net amount due 
the Columbus, Chicago & Indiana Central, #2,769,574.0, 


paid, but none before that date; that unless the amount is 
paid within 60 days from date, the trustees do have execu- 
tion against the Pan-Handle and Pennsylvania companies 


& Indiana Central 
ber last shall be 
well as the 


road fo November and 
credited on that 
sum of $114,267.61, the 
the month of October; the payments by the lessees 
on the sae rome shall be deposited in the Gallatin 
National Bank, and to the credit of James A. Roosevelt and 
William R. Fosdick, trustees; and the lessees shall be bound 
under the lease to pay to the said trustees and their succes- 
sors so long as their receivership shall last, as rental for the 
premises of the Columbus, Chicago & Indiana Central 35 
per cent. of the gross earnings of the road, and in ¢ase they 
fall short of $1,107,470, 7 per cent. interest on $15,821,000 
of bonded indebtedness in any one year, then the deficiency 
shall be made good by the lessee; the property in Chicago 
held by the Columbus, Chicago & Indiana Central road, with 
the exception of three small lots, are necessary for the use of 
the railroad, and one part of the property leased to the Pan 
Handle Company; that the lessee is entitled to receive from 
the Columbus, Chicago & Indiana Central Company on its 
claim for betterments, income bonds to the amount of 
$660,000. 
“The court further orders that each party pay half the 
costs, and notes an appeal by both parties to the Supreme 
Court.” 


Columbus, Jeffersonville & Cincinnati.—At a recent 
meeting of the board it was decided to make the road of 
4 ft. 9 in. gauge, instead of 3 ft. It was also decided to 
build u branch from Mt. Sterling, O., by way of Washing- 
ton Court House and Leesburg to Hillsboro, about 40 miles. 
The main line is under construction from Allentown, O., 
northwest to Columbus, about 45 miles. 


earnings for 


Connotton Valley.—A large force isnow at work on the 
extension of this road from Oneida, O., northeast to Canton, 
where it is to connect with the Valley road. The distance is 
about 18 miles, and nearly all of it is graded. Track-laying 
will be begun as soon as a tunnel at Montgouery is finished 
and the bridges over the Nimishillen River put up. The 
company hopes to have trains running to Canton in March, 


Covington, Flemingsburg & Pound Gap.—This 
road is now known as the Licking Valley Railroad. It is 18 
miles long, from Johnson, on the Kentucky Central, to 
Hillsboro. 


Dallas, Cleburne & Rio Grande.—The people of Dal- 
las, Tex., have raised $25,000 in stock subscriptions for this 
road, and some $55,000 more has been subscribed along the 
line. The company agrees, if stock enough is taken, to have 
the road running by March 1, 1881. 


Kast Florida.—This company has been organized to 
build a line from Jacksonville, Fla., northwest to the Georgia 
line, a distance of about 35 miles. It is to be a part of the 
new line which the Savannah, Florida & Western Company 
is preparing to build from Waycross to Jacksonville. 


Framingham & Lowell.—At the adjourned meeting 
in South Framingham, Mass., Feb. 14, the stockholders voted 
to authorize the issue of preferred stock in exchange for in- 
terest-bearing notes of the company. They also voted to 
approve an amended lease of the road for 998 years and 
four months from Oct. 1, 1879, which supersedes the former 
lease, which had still ten years torun., The Jease is made to 
the Boston, Clinton, Fitchburg & New Bedford Company, 
but will be assigned, as soon as executed, to the Old Colony 
Company. 


Grand Southern.—Work is to be resumed once more 
on this road from St. John, N. B., to St. Stephen. Work 
has been begun on the road several times, but not much has 
ever been done. 


Greyville & Mattoon.—Under an arrangement with 
the Receiver of this road, the Peoria, Decatur & Evansville 
Company will operate it from Feb. 10, 


Hannibal & St. Joseph.—Notice is given that 25 of 
this company’s sinking-fund, land-grant bonds were drawn 
for redemption Feb. 14, and will be paid on presentation to 
the Farmers’ Loan & Trust Company in New York. Inter- 
est will cease 60 days from date of drawing. The numbers 
drawn are: 6, 125, 156, 179, 185, 197, 223, 262, 279, 306, 
820, 862, 446, 447, 479, 568, 624, 625, 629, 709, 726, 749, 
781, 796 and 812. 


Illinois Central.—Work is progressing on the two extra 
tracks in Chicago, to accommodate the suburban traffic, 
The company is now building one or two double-ender en- 
gines for its suburban trains and also several cars, which 
will be lighter than the ordinary passenger cars. They will 
carry 48 passengers each, and are modeled somewhat on the 
Metropolitan Elevated cars iu New York. 


Indiana, Bloomington & Western.—A circular ad- 
dressed to holders of this company’s securities was issued 
Jan. 31, which contains the following: 

‘*The new ccmpany obtained possession of the property 
Aug. 8, 1879, and the following statement, including the 
full months of September, October, November and Decem- 
ber, is given: 

Gross earnings ot A Ueawe 
Expenses, including steel rails laid. 


sGetuivevaorntee $425,186 


Net earnings.... ... $154,551 


operating expenses for the corresponding months of 1878, 
during which time it was 71.50 per cent., leaving the per- 
centage of net earnings to gross earnings 36.35, against 
28.50 in 1878. 
The approximate gross earnings for the whole year 
BEE Occ cevcctecescgnen eres o0seess sees ecaseseb ae 
Approximate operating oc eer ray erie ere 
Approximate net earnmings.... ........-..eeeeceesceeees 360,168 


‘* Upon the 498 box freight cars, purchased under the Adams 
contract, there is still due about $84,460, payable in monthly 





instalments. A new contract has been made for the use of 
the Peoria, Pekin & Jacksonville Railroad tracks, between 


THE RAILROAD GAZETTE. 


“A copy of the final de- | nual cost of the use of the tracks between those 


Railroad Company (guarantor of the lease) is entitled to $1,- | 


the lessees, $3,356,855.97, but they are entitled toa | 


save as of tenants accepted, and the trustees are entitled to } 
receive 6 per cent. interest thereon from Jan. 1, 1880, till | 


| cuit Court in Cincinnati, Feb. 13. 


| cross-bills pending, and directs that the receivership be ter- 
therefore, but the net earnings of the Columbus, Chicago | I S P 


Decem- | 
judgment as/| 


|amended so as to include the Georgia Railroad also. 
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| Peoria and Springfield, ten miles in length, by which the an- 
ints has 
| been reduced from about $42,000 to about $22, . & & * 
‘* Of the $3,300,000 stock, $830,000 is bh ld in trust by the 
Purchasing Committee to redeem that amount of stock scrip 
| issued by the committ2e under the bondholders’ agreement, 
which scrip is convertible into stock after a 6 per cent. divi- 
dend on incomes, 8 per cent. dividend upon stock, and 7 per 
cent, upon the scrip, in any one year. First and second- 
mortgage bonds bear 8 per cent. interest for three years, 4 
per cent. interest for two years, 5 per cent. interest for three 
years and 6 per cent. interest thereafter, until maturity. 
‘The annual interest charge is now and will be until April 1, 
1882, $220,000 per annum. After April 1, 1882, for two 
years, it will be $270,000 per annum; after April 1, 1884. 
| for three years, it will be $320,000 per annum; after April 
1, 1887, it will be permanently $370,000 per annum.” 
Indianapolis, Cincinnati & LaFayette,—The sale 


of this road was finally confirmed by the United States Cir- 
The order dismisses all 


minated and the property transferred to the purchasers. 


International & Great Northern.—This company will 
receive, at the office, No, 26 Exchange place, New York, 
until noon of March 15, sealed proposals for the construction 
of 150 miles of railroad. Plans, profiles, specifications and 
estimates can be seen after March 1 at the New York office, 
or at the company’s office in Palestine, Tex. 

This 150 miles would carry the road from Austin to San 
patente, and some 70 miles beyond that city toward the Rio 

trande. 


Iron Mountain & Helena.—This road is now completed 
to Marianna, Ark.. which is 18 miles northwest from the 
junction with the Arkansas Midland at Bushville, and 28 
miles from Helena on the Mississippi. Regular trains now 
run between Helena and Marianna. 


Kansas City & Eastern.—This road, which extends 
from Kansas City, Mo., cast to Lexington, 42 miles, has 
been leased to the Missouri Pacific for five years from Dec. 
9, 1879. 


Lake Erie, Evansville & Southwestern.—The United 
States Circuit Court has confirmed the sale of this road to 
the bondholders. It was sold in July last. 


Louisville & Nashville and the Georgia Roads.— 
Dispatches from Atlanta last week announced that the Louis- 
ville & Nashville had concluded a contract with the Central 
of Georgia for the operation of the two roads in close con- 
nection and under what will be substantially one manage- 
went. Later it was announced that the contract had — 

he 
terms of the contract have not been made public, but it is 
stated to be for five years, involving no lease or guarantee, 
but simply providing for the joint operation of the roads. It 
is also waid that provision is made for taking in the South 
Carolina Railroad also, as soon as arrangements can be made 
either with the Receiver or the company. The contract has 
been ratified by the directors of the three companies, and 
will take effect very soon, 


Macon & Brunswick.—As noted briefly last week, an 
agreement for the lease of this road from the state of Geor- 
gia, with the privilege of. purchase, was made by the Gover- 
nor with an association, the head of which is Mr. R. T. Wil- 
son, President of the East Tennessee, Virginia & Georgia 
Company. The lease was to be made subject to all the con- 
ditions imposed by the law, including the immediate con- 
struction of the extension from Macon to Atlanta. When 
the papers were prepared and ready for signature, however, 
the representative of the intending lessees refused to sign, 
because the contract did not contain any guarantee of title. 
The Governor held that the law did not warrant him in giv- 
ing any such guarantee for the state, and so the conclusion 
of the lease is postponed for the present. 

It is understood that the reason for this course on the part 
of the lessees is the probability that the holders of the Macon 
& Brunswick eer second-mortgage bonds may take 
proceedings to establish their lien on the road, the validity 
of which the Legislature refused to acknowledge when the 
state took possession of the road. The Governor is said to 
favor the lease, and to be willing to make such rantee in 
the contract as his understanding of the law will povanis him 
to do. It is also said that he would be willing to recommend 
such a change in the law as would authorize a full warrant 
of title by the state. This would seem to be necessary, for 
the conditions of the lease are onerous, and it is not to be ex- 
pected that any company would accept them with the prob- 
ability of an immediate law-suit with the second-mortgage 
bondholders, which would be tedious and troublesome in any 
event. 


Marietta & Cincinnati.—In the Court of Common 
Pleas at Chillicothe, O., Feb. 5, in the suit of Wm. Keyser 
and Robert Garrett, trustees, against this company, John 
D. Madeira, trustee for the second-mortgage bondholders, 
filed an amended answer and cross-petition, in which he 
prays for foreclosure of the mortgage and sale of the road 
and its franchises. He sets forth in his petition that the com- 
pany is in default of interest since May, 1877, and the 
mortgage thereby becomes absolute. He prays that the 
Baltimore & Obio Railroad Company, which claims to own 
$1,200,000 worth of first-mortgage bonds of the old Hills- 
boro & Cincinnati Railroad Company, be made a party,and 
show by what title they claim said bonds. 


Memphis, Kansas & Colorado.—It is reported that 
this road has been sold to the Kansas City, Ft. Scott & Gulf 
Company. It isof 3 ft. gauge, and is in operation from 
Parsons, Kan., to Messer, 45 miles, crossing the F't. Scott 
road at Cherokee, 26 miles from Parsons. It was built 
chiefly to reach some coal deposits along its line. 


Minneapolis & St. Louis.—Surveys have been com- 








270,635 | use the Atchison Branch of the 


-— 


‘**Per cent. of operating expenses to gross earnings, 63.65. | 
This will compare very favorably with the percentage of | road, as no 


— for the extension of this company’s branch to White 
ear Lake from that point northeast to Taylor’s Falls on the 
St. Croix, a distance of about 30 miles. Most of the right 
of way has been secured, and contracts for the grading will 
probably be let very soon. There is some heavy rock-cutting 
near Taylor’s Falls, which will be begun at once. 


Missouri Pacific.—This sompeny has leased the right to 
annibal & St. Joseph road, 
and will begin running its trains through to St. Joseph over 
this branch on Feb. 22. The lease is for 25 years. 
This payers ef has aiso leased the Kansas City & Eastern 
elsewhere. 


| Mt. Gilead.—This road was opened for business Feb. 13. 
| It is a short branch line. from Gilead Station on the Cleve- 
| land, Columbus, Cincinnati & Indianapolis road, eastward 

to the town of Mt. Gilead in Morrow County, U. It is about 


$1,179,532 | four miles long. 
819,363 | 


Nashua & Lowell.—This company has petitioned the 
Massachusetts Legislaure for authority to use property of 
the Boston & Lowell Company in order to make a connec- 
tion with the Boston & Maine and the Framingham & Low- 
ell roads in Lowell. The object of the company is to secure 
right of way through the rock-cutting near the depot in 
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Lowell, in order to make a connection of its own with the 
other lines. It is now dependent on the Boston & Lowell 
for a Boston connection, and cannot seeure one except by 
passing over that company’s property, or doing some ver 
costly work. The petition will doubtless be opposed, as it is 
certainly to the interest of the Boston & Lowell to retain 
its influence over this road, its chief northern connection. 


New York & Oswego Midland.—Notice is Det: that 
there will be no extension of the limit of time (Feb. 21) set 
for the conversion of securities of this company junior to the 
first mortgage into those of the New York, Ontario & West- 
ern, the successor company. All securities not deposited, 
with the 20 per cent. assessment paid, by Feb. 21 will be 
absolutely barred out. 


New York Central and New York, Lake Erie & 
Western Agreement.—An agreement has been signed by 
these two companies, which, it is stated, provides that each 
road shall enjoy equal and uniform advantages and privi- 
leges in the matter of receiving and shipping freight from 
its Western and Eastern connections. It places the Erie on 
precisely the same footing in respect to the through traflic 
over the Lake Shore & Michigan Southern, Michigan Cen- 
tral and Canada Southern and the New England system of 
railways as was now enjoyed by the New York Central. It 
also places the Central on a par with the Erie in respect to 
the business of the Atlantic & Great Western and other 
roads connecting with the Erie. It also provides for the 
maintenance of rates by both companies and the establish- 
ment of rates by their joint action, but does not provide 
for any division of business. 


New York, Lake Erie & Western.—It is said that 
the Bergen County Short Line, projected several years ago, 
will probably be built next season. This will be a loop line 
about 10 miles long, leaving the main line near Rutherford, 
N. J., and reaching it again at Ridgewood.: It would avoid 
the sharp curves at Passaic and the grade out of Paterson, 
and also the necessity of hauling freight trains through the 
city of Paterson. The old road would be used for passenger 
and local business. 


Northern Pacific.— Work is progressing steadily on the 
Pond d’Oreule Division. The grading for 30 miles 1s well 
advanced, and track is laid for ten miles out from the Co- 
lumbia River, at Ainsworth, Oregon. 


Oil Transportation.—It is stated that the fight over the 
oil business is to be ended by an agreement made between 
the Pennsylvania, the Erie, the New York Central, the Tide- 
water Pipe Line, and the Reading. According to this the 
Tidewater Pipe Line, with the ading and New Jersey 
Central, is to receive one-sixth of all the east-bound oil, the 
three trunk lines to divide the rest as they see fit. All par- 
ties agree to maintain rates. 

Under an agreement made with the oil-producers who 
were pressing the suits, the bills in equity pending in the 
Supreme Court of Pennsylvania against the Standard Oil 
Company, the United Pipe Lines, the Pennsylvania Railroad 
Company and others, bave been dismissed by consent. The 
indictments for conspiracy found against the members of the 
Standard Oil Company are also to be quashed, and all liti- 
gation to cease. 


Passaic & Delaware.—It is said that this road, which 
now runs from West Summit, N. J., to Bernardsville, 15 
miles, is to be extended from the last-named place by way 
of Peapack to Hampton Junction, about 25 miles. It is con- 
trolled by the Delaware, Lackawanna & Western, and its 
extension would give that company a loop line for its Morris 
& Essex Division from Summit to Washington. The exten- 
sion could not have any great value outside of that, except 
that it might reach some iron ore deposits. Nearly half the 
extension would be parallel to the New Jersey Central. 


Philadelphia, Wilmington & Baltimore,—This 
company is preparing to make an extensive freight yard 
just outside of Wilmington, Del., in order to avoid the 
making-up of freight trains inthat city, where the yard room 
is rather limited, 


Pittsburgh & Castle Shannon,.—aA_ petition has been 
filed by a nuraber of creditors and stockholders asking the 
Court to dismiss the bill previously filed against this com- 
pany, or to permit the company to put in an answer; also to 
discharge W. W. Martin, the present Receiver, and appoint 
James M, Bailey in his stead. 


Pittsburgh, Titusville & Buffalo.—At the special 
meeting in Philadelphia, Feb. 16, the stockholders voted to 
approve and confirm the agreement to consolidate with the 
Buffalo, Chautauqua Lake & Pittsburgh Company. By the 
articles of consolidation, the capital stock of the conattbdahed 
corporation is fixed at 127,500 shares of common stock of a 
par value of $50 per share, making $6,375,000, and 15,000 
shares of preferred stock of a par value of #50 each, making 
$750,000. This stock entitles the holders in the division of 
the net earnings of the consolidated company to such priori- 
ties as at present attach to the preferred stock of the Pitts- 
burgh, Titusville & Buffalo Company. The stockholders of 
the Buffalo, Chautauqua Lake & Pittsburgh Company are 
to receive 27,500 shares of the common stock of the consoli- 
dated company, and 2,500 shares of the preferred stock of 
the company, to be distributed among the stockholders in 
proportion to the amount of stock held by them in the Buf- 
falo, Chautauqua Lake & Pittsburgh Company. But as a 
condition precedent to such issue there shall be paid to the 
consolidated company by the stockholders of the Buffalo, 
Chautauqua Lake & Pittsburgh Company the aggregate sum 
of $175,000, $50,000 of which is to be expended upon im- 
provements. It is also provided that there shall be issued to 
the holders of the common stock of the Pittsburgh, Titusville 
& Butfalo Railway Company, to represent property actually 
received, 100,000 shares of the common stock of the 
consolidated company, and as many shares of the pre- 
ferred stock as there shall at the time of the ratifica- 
tion of the agreement be outstanding of the pre- 
ferred stock of the Pittsburgh, Titusville & Buffalo Railway 
Company. This common and preferred stock shall be dis- 
tributed among the holders of the common and preferred 
stock of the Pittsburgh, Titusville & Buffalo Railway Com- 
pany as follows: For each and every share of common 
stock of the last-named company, upon the surrender of the 
certificate therefor, there shall be issued a share of the com- 
mon stock of the consolidated company, and for each share 
of the preferred stock of the Pittsburgh, Titusville & Buf- 
falo Railway Company a share of the preferred stock of the 
consolidated company. The bonds of the Buffalo, Chautauqua 
Lake & Pittsburgh Railway Company, amounting to $250,- 
000 ; the bonds of the Oil Creek Railroad Company, amount- 
ing to $580,000 ; the bonds of the Warren & Franklin Rail- 
way Company, amounting to $1,500,000 ; the bonds of the 
Union & Titusville Railroad Company, amounting to #500-, 
000 ; and the bonds of the Pittsburgh, Titusville & Buffalo 
Railway Company, amounting to $1,155,000, shall be as- 
signed and paid by the consolidated company. The income 
bonds, old and new scrip, and also all overdue coupons of 
the Pittsburgh, Titusville & Buffalo Railway Company, 
shall also be assumed by the consolidated company. It is 
also provided that the officers of the Pittsburgh, Titusville 
& Buffalo Railway Company shall serve until the next elec- 


tion, as the officers of the consolidated company, on the 
second Monday of January, 1881. The consolidation has 
also been approved by the stockholders of the other com- 


pany. 
The payment of all overdue coupons on the consolidated 
bonds was to be begun Feb. 20. 


Rochester & State Line.—A committee of directors 
are now trying to negotiate some settlement of the diffcul- 
ties hetween Mr. Vanderbilt and the local stockholders. It 
is reported also that they have been Begotioting for a sale of 
the road to the New York, Ontario & Western Company. 


St. Joseph & Des Moines,—This road has been sold to 
the Chicago, Burlington & Quincy Company, and was trans- 
ferred to that company Feb. 14.. It now extends from St. 
Joseph, Mo., northeast to Albany, 50 miles. It will be 
changed from 3 ft. to standard gauge at once, and extended 
from Albany north about 35 aie to Mt. Ayr, Ia., where it 
will connect with the Chariton Branch of the Burlington 
road. By this line the distance from Burlington to St. 
Joseph will be 287 miles, and from Chic to St, Joseph 
494 miles, or 25 miles more than by way of Q uiney. 


St. Paul & Chicago Short Line.—This company is or- 
nized to build a line from St. Paul, Minn., southeast to 
rescott and thence down the Wisconsin side of the Missis- 
sippi toa point about 20 miles south of La Crosse, where 
the line will leave the river and run up the Bad Axe River 
and by Mill Creek and Blue River to Mineral Point, whence 
connection may be made to Chicago over the Mineral Point 
road and by way of Freeport. The new road to be built from 
St. Paul to Mineral Point is about 220 miles. The company 
has asked the Wisconsin Legislature for authority to bridge 
the Chippewa and Wisconsin Rivers, 


St. Paul & Sioux City.—It is stated from St. Paul that 
an agreement has been concluded for the consolidation of 
this company and the Chicago, St. Paul & Minneapolis. 
This road (the old West Wisconsin) extends from Elroy, 
Wis., to Hudson, 178 miles, and uses from Hudson to St. 
Paul the track of the St. Paul, Stillwater & Taylor's Falls, 
now part of the St. Paul & Sioux City. It has been con- 
trolled in the Northwestern interest, and it is said that the 
consolidation will bring the St. Paul & Sioux City under 
the influence of that interest. 

This company has arranged to run through trains between 
St. Paul and St. Louis by way of Omaha and the Wabash, 
St. Louis & Pacific road. This is apparently a rather round- 
about route. 


st. Paul Kastern Grand Trunk.—It is said that a loan 
of #800,000 has been negotiated for the building of this road 
from the Wisconsin Central westward to Chippewa Falls. 


Sioux City & Dakota.—It is reported that the Chicago 
owners of this road have sold out their stock to Mr. John L. 
Blair. Itis further said that he means to extend the Sioux 
Falls hne north to Flandrau, Dakota, this year, and the 
Yankton line from Yankton west to some point not yet de- 
cided on. 


South Mountain.--On petition of a number of bond- 
holders and creditors, the United States Circuit Court has 
decided to set aside the foreclosure sale, approving some of 
the exceptions to the decree of sale. The road will probably 
be offered for sale again soon. 


Springfield & Northeastern,.—There is a good deal of 
local opposition to the bill authorizing the Boston & Albany 
Company to buy this road, [t is claimed by some of the 
Springtield people that the building of the road reduced 
freight rates between Springfield and Boston largely, and 
that if it were sold to the Boston & Albany they would have 
security against an increase in rates which would affect their 
business injuriously. The bill is now under consideration 


Toledo, Peoria & Warsaw.—It is reported that terms 


Wabash, St. Louis & Pacific, and that they are substantially 
as follows; The Wabash is to assume and guarantee the 
$4,500,000 first-mortgage bonds of the Toledo, Peoria & 
Warsaw. The $2,900,000 income bonds are to be guaranteed 
at least 4 per cent. of the net earnings, or the holders there- 
of can exchange them at par for Wabash & Pacific preferred 
stock, The &1,000,000 second income bonds are to be ex- 
changed for Wabash common stock share for share. The 
$3,000,000 common stock of the Toledo, Peoria & Warsaw 
is to be exchanged at the rate of three shares for one of the 
Wabash common stock. 


Valley, of Ohio.—Regular trains are now running on 
this road, and it is reported as doing a larger business than 
was expected. 

The stations on the road, with the distances from Cleve- 
land, 0., are: Jefferson, 2.22 miles: Independence, 10.9 ; 
Boston, 20.8 ; Peninsula, 21.0; Botzum, 28.0; Akron, 34.5: 
East Akron, 87.1; Springfield, 41.2; Uniontown, 45.1 ; 
Greentown, 48.5; Tuscarawas Street, 57.8 ; Canton, 58,7 
miles. 


Washington City, Virginia Midland & Great 
Southern.—In the Virginia Circuit Court in Alexandria, 
Feb, 12, Judge Keith rendered an opinion adverse to allow- 
| ing certain claims, known as “labor and supply claims.” 

The question came up upon a motion for the rehearing of 
| the case under a decision given by Judge Keith at the last 
| term of bis court. denying the allowance of such claims, up- 
| on the ground that the decision of the Supreme Court of the 
United States, recently rendered, made such claims pre- 
ferred. In the opinion of Judge Keith, the principles laid 
down by the Supreme Court were not applicable to the facts 
in this case, inasmuch as the claimants here did not show 
that any sums which should have been received by said 
claimants had been diverted to the use of the bondholders. 
It is expected that an order for the sale of the road will be 
entered at the present term of the court, 





Western North Carolina.—A meeting of the directors 
was held in Raleigh, N. C., last week, to consider the propo 





|ing parties in New York. The offer of Mr. Best, briefly 
| stated, is to protect the %850,000 of mortgage bonds now 
| out: to issue to the state £550,000 of first-mortgage bonds 
| in judgment for the amount expended by the state since the 


| sale of the road, for the support of convicts; to deposit with | 


| the Treasurer $30,000 to defray the expenses of the Legisla- 
|ture; should he, Best, not give a guarantee for the 
| fulfillment of the contract, this %30,000 to become 


|a perpetual deposit to meet the interest on the! 


| bonds now out. ‘The purchasers to put a mortgage on the 


| road, not to exceed $15,000 per mile, interest not to be due | 


until the line to Paint Rock is completed, The amount ex- 
pended on this line not to exceed $850,000, and this amount 
to remain untouched until the entire line ix completed to 
Ducktown; to complete the Paint Rock line by July, 1881, 
and the Ducktown line by July, 1885. 

The meeting lasted two days, and the board finally voted 
not to accept the proposition, and not to recommend the 


as it is in the power of the Governor to call an extra session 





of the Legislature and submit the proposition, if be sees fit 


by the Railroad Committee of the Massachusetts Legislature. | 


have been agreed upon for the sale of this road to the | 


sition to buy the road, made by Mr, W. J. Best, represent | 


Governor to act upon it, This action is not final, however, | 


todoso, It is reported that the Governor is disposed 
favor a sale of Baad y ” 

Track is now laid to Gudger’s Ford, six miles beyond the 
late terminus, 15 miles beyond the Swannanoa tunnel, and 
142 miles from Salisbury. Only about six miles are to be 
laid to reach Asheville. 


Western North Carolina, Western Division.—In 
Morganton, N. C., Feb. 14, the Superior Court granted a 
temporary injunction — any transfer of property of 
this company, and an order to show cause, on Feb. 27, why 
a receiver should not be appointed. The suit is brought by 
some stockholders. The property of the company consists 
chiefly of a claim against the Jacksonville, Pensacola & 
Mobile road, part of which, it is charged, was built with 


money stolen from this company by men who were officers 
of both. 


ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 








Page. Page. 
Boston & Albany................ 5 Long Island,............ cee. ae 7 
Boston & Lowell............... 74 Mass. R. R. Commission....... 4h 
“) N. Y., Lake Erie & West....... 6, 12 
74 =N. Y.,N.H.& Hartford........ 26 
25 N. Y., Providence & Boston.... 25 
v6 N.Y. & Oswego Midland, li 

70 Philadelphia & Reading. i 
* ~Phila., Wil & Baltimore. ll 
Dayton & Southeastern ....... 7) Pittsburgh & Lake Erte.. . 40 
DEROTOND, » i.n550pssessd oude ... 56 Raleigh & Gaston............... 26 
Delaware & Hudson Canal..... 06 Kome, W'town, & Ogdensburg. 11 
Del., Lack, & Western.......... 7 St. Louls, Van. & Terre Haute,, 06 
Delaware Western.............+ 7 South Carolina Railroads...... a0 
PUGH DUrBecccssccesees se neeee 74 Troy & Boston... ....... . 
Flint & Pere Marquette.. .... 70 Wabash, St. L. & Pacific, vit) 
Galv,, Houston & Henderson... 75 West Chester & Phila.... 7b 
Huntingdon & Broad Top....... 16 Western R. R, Associatic 46 


Lehigh Coal & Navigation Co. 


This company, besides a great ccal property in the Lehigh 
and Wyoming regions, owns the Lehigh & Susquehanna 
road from Easton to Wilkesbarre, 105 miles, with 50 miles 
of branches, and leases the Lehigh & Lackawanna, 25 
miles; the Nesqueboning Valley, 17.5 miles, and the Treskow 
road, 6.5 miles, making 204 miles. It owns the Lehigh 
Canal, from Mauch Chunk to Easton, and leases the Dela- 
ware Division Canal from Easton to Bristol. All the rail- 
road lines are leased to the Central Railroad of New Jersey, 
the rental being one-third of the gross earnings. 

The revenue account for the year 1870 was as follows: 
Railroads and Nesquehoning Tunnel . $828,817.20 
Lehigh Canal, including water-powers. ‘ : 71,760.96 
Delaware Division Canal.... raskaeus 47,580.87 
Net profit on Lehigh Canal. ....... 6666 weeseces coses 190,622.83 
Royalties, rents, ete.............. Ere ‘ 45,057 08 


Total receipts .... ... ‘ La iidides hackaienta $1,183, 848.08 
General and legal expenses... .......... $51,333 38 
Rent and taxes, Nesquehoning Valley 

Railroad........ cae 
Rent and taxes, Del, Div. Canal 
Taxes on coal lands, stock, ete... 
Interest account..... : 


138,000.00 
L18,867 oe 
77,452.74 
P25. 058, 66 
— —-~--—_1,309,612.30 





Deficit for the year .. $125,763.57 


The total coal tonnage of the railroads and the Lehigh 
Canal was as follows: 





1N71. IN7TR. Increase, 

To connecting lines above Mauch 
EE hb <000 Gaotea . 02,772 55,416 SO 56 
Consumed above Mauch Chunk 9,170 5,085 40.085 
Fast of Mauch Chunk by canal 456,051 414,208 41,825 
: 4 s -. . 551006) 1.977,022 1,535,080 
Total.. +n cece eee eA 158,084 2,503,751 1,654,308 


| Of this tonnage in 187 the Receivers of the Lehigh & 
| Wilkesbarre Coal Company shipped 2,147,168 tons. The 
| total production of that company was 2,179,796 tons, 


, | against 1,221,126 tons the previous year, 


The gross receipts of the company’s railroads, 204 miles, 
were as follows: 

1870) 1878 Increase. Pc, 

Passage and mails.. $118,658.73 $101,964.12 $16,604,61 16.4 

Freight and express 341,771.0° 256,542.15 85,228,809 33.2 


Coal . 1.055,382.14 1515546.45 437,785.00 28.0 
Total.........8%.415,761.89 81.874,052.70 $529,700.19 28.8 
| Per mile of road, LD S215 WINES 2045.04 2K 

his Co.'s propor 

tion ‘ 804,587.27 624,684.24 179,903.03 28.8 


The report says: “The large gain in revenue from our 
railroads is due mainly to the increase of 1,608,299 tons in 
coal transported, but there was also a gratifying increase in 
miscellaneous freight and passenger receipts, 

‘But for the very low rates of transportation on coal—the 
lowest in the history of the company—the gain in revenue 
would have been much larger. The contest among pro 
ducers to obtain as large a share as possible of a free market 
after the termination of the agreement of 1878 to restrict 
production, forced down prices, aud transporters were com- 
pelled to move the coal at proportionately low rates to con- 
tinue the mines in operation, 

* The deficit for the year 1878 was &355,860,60, and for 
the past year $125,768.37, thus showing a net gain in the 
business for 1879 over 1878 of &280,007,23. Had the prices 
of coal averaged for 1879 as bigh as during either of the ten 
previous years (not excepting 1877) our revenue would ma 
terially exceed our fixed charges. 

**Qur canals were opened April 1, and continued in unin- 
| terrupted operation until Dec, 18, There was an increase 

of 41,822.16 tons in coal transported. The miscellaneous 
| freight aggregated 207,776 tons, and the tolls collected 
\ thereon amounted to &385.275.57. During the last threc 
months of navigation the coal tonnage offered exceeded the 
capacity of the boats running on the canal to transport. 
| Anticipating that there would be full use this vear for addi- 
tional equipment, the board has contracted for the delivery 
of 65 new boats, and we are repairing and rebuilding many 
of our old boats. We expect to have full use this year for all 
| of these boats at remunerative rates. 

| ©The production of coal from our Lehigh property was 
larger during 1879 than in any previous year. We oper- 
ated five collieries in 1878, and started No, 11 May 5, and 
No. 5on Sept. 16, making in all seven collieries in opere- 
tion, and No, 4 idle 

“The quantity shipped was 701,761 tons, The cost of 
nuning was materially reduced from any previous yeai, 
owing to the careful supervision of our Superitendent and 
Engineer, Mr. J. 8. Harris, and to improvements in mining 
and preparing introduced by him. 

* The very low prices at which we were compelled by con:- 
petition to sell our product did not leave much margin for 
profit, and we derived only ¥190,6:22.83 net revenue from 
our large output, 

“Our working mines are in excellent condition, and we 
propose to start No, 4 during the present year, and the eight 
collieries will have a productive capacity of over 100,000 
tons per month. 3 

“ The amount expended for improvements was $29,391.31, 
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and for additional equipment $17,456.11. For the purpose 
of reducing the floating debt and of _ providing means to 
meet other matu liabilities, the board made sales during 
the year of $798,000 of the company’s consolidated 7 per 
cent. bonds, at an aver of 88 percent, The improved 
credit of the company and the advance in the market price of 
its securities enabled the board to avail of a provision in the 
lease of the Nesquehoning Valley Railroad, and to reduce 
the dividends guaran by us on the stock of that com- 
pany. The right was reserved to us inthe lease to retire the 
stock at par at any time after ten years, which expired in 
November, 1878. We notified the company in July of our 
desire to avail of this t, and the result of the negotia- 
tions that followed was the reduction for five years of the 
dividends from 10 per cent, to 7 per cent. per annum, from 
Sept. 1, 1879, without cost to this company. The rent is 
thus reduced to $97,000 per annum, a saving of $41,000 
from the amount paid last year. 

* Reference bas been made in several annual reports to 
18,00 shares of the company’s stock, which is part of the 
capital stock as it appears in the present and in previous 
balance sheets, The improved condition of the coal trade, 
and the belief that if the company were free from —s 
debt, its revenue would be sufficient in the future to meet 
fixed charges, and to insure dividends to the stockholders, 
induced a number of capitalists in this city and New York 
to open negotiations with us in November last for the pur- 
chase of this stock, with a stipulation that enough bonds 
should be sold to pay the remainder of the floating debt. 
After mature deliberation, your board came to the conclu- 
sion that it was not to the interest of the company to part 
with the stock, believing that it would increase in value in 
future. The floating debt was at the close of the year one 
million of dollars, and there remains in the hands of the com- 
pany $1,108,000 consolidated 7 per cent bonds, in addition 
to the 18,900 shares of stock. 

“ The first installment of the debenture loan extended in 
1887, matured and was paid on Dee, 10, 

The unexpectedly large demand for coal during the last 
few months of 1879, which taxed the utmost capacity of 
producers to supply, and which raised the output for the year 
to over twenty-six millions of tons, affords good grounds for 
the belief that consumption bas at last overtaken production, 
and that we may expect a full demand and remunerative 
prices during 1880 and thereafter. With the present capa- 
city of our railroads and canals to transport, and our col- 
lieries to mine, it requires, with steady and full business, 
only fairly remunerative prices to yield satisfactory returns 
to our stockholders,” 


Richmond & Danville. 


This company works the following lines, extending from 
Richmond to Charlotte and Goldsboro: 





Miles. 

Richmond & Danville, Richmond, Va., to Danville,........ 140,50 

Freight branches in and about Richmond............... .. 16,17 

Piedmont R. R., Danville to Greensboro, N.C... 0... ...... 48.50 

Total Richmond & Danville Division........... .. .. 189.17 

Northwestern North Carolina, Greensboro to Salem....... 26.00 
North Carolina R. R., leased, Goldsboro to Charlotte..... 3. 





Total.... ed ObGRese Heneee oe) eyes ae 
The Piedmont road ts really owned, the company holding 
all the stock and guaranteeing all the bonds. The North- 
western North Carolina rou is also substantially owned, 
and was built by this company, which holds all its securi- 
e COMpPALY OWls 4 cOn- 
trolling interest in the Charlotte, Columbia & Augusta road, 
which extends it 195 miles southward to Augusta, Ga. 

The equipment consists of 55 engines: 3% passenger, 3 
postal and 23 baggage and express cars; 475 box, 16 stock, 
208 flat, 38 stone-flat, 38 coal and 28 caboose cars; 2 pay- 
master’s, 1 officer's and $1 shanty cars, Changes during the 
year were a decrease of 2 engines, 2 parlor, 18 flat, | stone- 
flat and 2 coal cars; an increase of 1 passenger, 3 box, 1 
caboose and 10 shanty cars. 

The present report is for the year ending Sept. 80, 1874, 
the 82d year of the existence of the company. 

The general account, somewhat condensed, is as follows: 
Stock (SLO, GOS WP WAS) wana cds Fedde celsi cone sped $3,866,400,00 
Bonds ($18,112 per mile)...... 3,607,300,00 





Balance due on Virginia state loan of $600.000,..... 508,486.00 
Bills and accounts payable, September pay-rolls..... 160,413.38 
Current accounts and traffic balances. cavecee 116,819.14 
WG a o.oo 3 0.5 nh ono ead ah oR hbenssscend $8,266,918, 52 
Cost of road property ($39,063 per 
mil eT Er Pie $5,.879,0383,47 
Pied . (894,547 per mile)...... 1,665,854.65 
N. W. N, C. stock and bonds........... 280,631.40 
Milton & Sutherlin stock, ............. 2,200.00 
J. NW, DUBRSry, TA MB... ce te ccees 14,250.00 
COMMA WOR, inka o Fs 50 500655400008 26,575.00 
Cash and materials........... ......... 114,147.66 
Current accounts and traffic balances,. 102, LO8. 85 
Profit and loss.............. Wii occcdiadd 93,136.40 
—— §,260,018,52 





Changes during the year are a decrease of $16,100 in 
bonded debt; a decrease of $819.80 in cost of property, 
and of $2,567.76 in cost of Piedmont road. The bonded 
debt consists of $109,400 first-mortgage bonds, guaranteed 
by Virginia ; 83,000 second-mort bonds ; %1,766,900 
consolidated bonds of 1867, and $1 728,000 general mort- 
gage bonds. There are $1,000,000 bonds outstanding on 
the Piedmont road. The county bonds included in assets 
are a relic of the company’s former investment in the Atlan- 
ta & Richmond Air Line road. 

The traftic for the vear on all lines was as follows : 








Train mileage: 1878-79. 1877-78. Inc. or Dec. P. c, 
Passenger............. 514,411 534,501 D. 20,180 3.8 
PYOMBii6<s. sheets ee F21A472 532,1°7 1. 189,355 35.6 
Service and switching. 248,852 251,242 D. 2,390 0.9 

een Se 1,484,735 1,317,950 1. 166,785 12.7 


Car mileage: 
Passenger train cars.. 2,667,851 2,550,314 


117,587 4 
Freight cars... ...... 9,020,038 6,199,109 


2,910,920 47 


oe 


I 4 

I 7. 
Passengers carried... 193.580 181,329 I. 12,251 6.8 
Passenger mileage. ...12,976,514 11,464,346 I. 1,512,158 13.2 
Tons freight carried.. 354,521 282,730 1. 71,791 25.4 
Tonnage mileage..... 47,144,636 33,350,176 1. 13,794,460 41.4 

Av. train load : 

Passengers, number. . 25.V% 21.45 1. 3.78 17.6 
Freignt, tons... ..... 68.75 65.38 1. 3.37 5.2 


The average load per loaded car mile was 6.30 tons; per 
freight-car mile, loaded and empty, 5.18 tons. Foreign cars 
made 2,977,271 miles over the road, and the company’s cars 
ran 1,658,943 miles on foreign roads. The reduction in 
passenger-train mileage was due to the substitution of a 
mixed train for one of the daily passenger trains over the 
North Carolina road. 

The average rates per corse aad rmile were 2.77 cents 
for through and 3.64 cents for local passengers. The aver- 
age rate per ton per mile was 1.645 cents for through freight, 
= cents for connection freight and 3.392 cents for local 

reight. 

The increase in freight traffic was largely in through 
freight, chiefly from the Charlotte, Columbia & Augusta 
rogd. The gain in through passenger business was xlso cor- 
siderable, Anew through postal-car tine was established 
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to run between Richmond and New Orleans, passing over 


ville and Charlotte. 











Mile-tons by cars.... 
Loads in mile-tons. 





58,231, 
17,339,785 


this road, while a second postal line now runs between Dan- | 1878-79. 


The report gives the following statistics as to yross tonnage 


163 1,267,490 | 
290.855 | 





E. [FEBRUARY 20, 1880 


P The earnings for the year were as follows : 

1877-78. Inc, or Dec. P.c. 
28 $171,708.72 D. $14,476.44 8.4 
274,486.19 J. 28,369.78 10.3 





| Passage 
Freight. . 


hauled over the road: | Express, mail, ete.. 41,620.45 1. 4,249.07 10.2 

R.& D, Div. No. Car. Div. N.W.N.C. Total $505,957.77 $487,815.36 1. $18.14: 37 
‘ y: Car. D WN tal..........$505,957.77 $487,815.36 I. $18,142.41 3,7 
zagiee a aa) 896 ng ‘ ree oorae | Expenses... ........ 316,544.57 267,380.85 I 49,156.22 18.4 
Mile-tons by engines 27,313,904 1,062,320 Net earnings. .$189,413.20 $220,426.01 D. $31,012.81 14.1 


Gross earn, per 


| eee 2,826.58 2,725.22 1. LOL36 3.7 
| =a ‘ a tegen iene yay > aon ayn, | Net earn. per mile, 1,058.17 1,231.43 D. 173.26 14.1 
mile-tons, .,. 184,162,888 102,884,852 2,620,575 | Per cent. of exps. $2.40 543 I vor tae 
| per hour. 3,251,036,858 1,892,948,981 In addition to operating expenses $13,740 were expended 


load were 20.8 per cent. of the total, on the North Carolina 
Division 17,0 per cent., and on the Northwestern North 
Carolina, 11.1 per cent. 

The earnings of all the roads, 451 miles, for the year were 
as follows: 

1878-70 
$432,415.75 
1,145,373 .75 


1877-78 inc. or Dee P.¢ 
$404,409.82 1. $28,105.94 7.0 


Passage .. 7 
956,634.36 I 188,739 30 19.7 


Freight 
Express, mail. 
ete. 121,314.01 


114,555.44 I 7,758.57 6.8 
$1.474,499.62 I. $224,603.89 15,2 
985,024.79 D. 27,795.87 2.8 


. $1,699, 108.41 
957,228 .92 


‘Total 
Expenses 
Net earn I. $252,399.76 51.6 
Gross earn 

per mile. 
Net earn. per 


$741,874.59 $489,474.83 


3,765.99 3,269.40 I 496.59 15.2 


mile. . 1,644.35 1,085.31 1 559.02 51.6 
Per cent, of 
expenses. ... 56.30 66.80 D., 10.50 15.7 


The increase in gross earniugs was accompanied by a de- 
crease in expenses, in spite of increased traffic and greater 
train mileage. There is thur a very handsome gain in net 
earnings. Both gross and net earnings are the largest ever 
reported for this road. 

ne division of traffic and earnings was as follows: 


R. & Dan No, Carolina. N,W. N.C 
Train mileage 897,040 563,671 24,024 
Pa -senger mileage 7,057 080 5,637,166 2 
Tonnage mileage 33,120,675 13,794,707 





Gross earnings.... ..... 
Net earnings.... 


Per mile of road: 


-$1,098,597.70 $561,264.35 
499,994.20 224,093,40 


17,786.99 





Train mileage........... 4,508 828 
Passenger mileage... 35,463 9,747 
Tonnage mileage 166,436 2! 8,940 
Gross earnings........ ra $5,521 $2,517 $1,353 
Net earnings........ 2,513 1,005 613 


All lines show a considerable gain. In the Northwestern 
North Carolina, however, the increase in expenses was 
greater than in earnings. 

The net earnings of the Northwestern North Carolina road 
are credited as interest on investments. The rent of the 


a loss last year of $35,906.60, against $140,340.18 the pre- 
vious year. The income account was as follows: 


. $490,004.20 


Net earnings Richmond & Danville road ... 
“a 40,526.29 


Interest on investments. 


Total. ete anna 
Interest paid on alldebt... 
Piedmont bond interest ..... 
Loss on North Carolina lease 


tps $540,520.49 
. $257,048.66 
60,000.00 
35:906.60 


$52,955.26 


Surplus for the year 
Premium on county bonds sold 
Sundry accounts. 


19. 868,50 
27,108.13 
Total vocal * $229,541.95 
Debit balance, profit and loss, Sept. 30, 
1878... - slab btide-s ‘acinco’e 0 aa 
Sundry accounts charged during year.. 10,451.32 
- 322,078,535 


$93,136.40 


‘The surplus of $187,565.23 over all charges contrasts with 
a deficiency of $72,836.37 the previous year, showing a gain 
of $260,401.60 for the year, The gain is due partly to the 
general improvement in business, but largely to the improved 
connections south of Charlotte and to better facilities for 
handling business. 

President Buford recommends some assistance to the 
branch line of 81 miles from Keysville to Clarksville, part of 
which was graded several years ago, and which, it is be- 
lieved, would be a valuable local feeder. 

The Examining Committee report the road generally in 


Debit balance of protit and loss, Sept, 40, 1879 


uildings at Manchester, the present ones being old and un- 
safe, and some of the tools worn out and insufficient. 

The very complete reports of General Superintendent T. 
M. KR. Talcott and Auditor E, A. Barber give much interest 
ing information, including some not often included in re 
ports or accessible in any form, 

ixtensive renewals of bridges and trestles were made and 
two new iron bridges put up in place of wooden ones. Dur- 
ing the year 198,454 new ties were used: 2,560 tons of steel 
rails were laid on the Richmond & Danville and 557 tons on 
the North Carolina road. There still remain on the Rich- 
mond & Danville 39 miles of iron rails, of which 5'; miles 
are light T-rails and 6!¢ miles U-rails. The light rails are 
now being replaced by steel. There were 3,994 feet new 
sidings built. Two heavy freight engines were ordered; six 
more engines and 200 box cars are much needed. 

There were no accidents to passenger trains, but three de- 
railments of freight trains, one caused by a misplaced 
switch, one by a broken rail and one by a defective rail. 


Wilmington & Weldon. 


This company owns a line from Wilmington, N. C., north- 
ward to Weldon, 161.25 miles, with a branch from Rocky 
Mount to Tarboro, 17.75 miles, making 179 miles in all. The 
44th annual report covers the year ending Sept. 30, 1879. 

The equipment consists of 29 engines; 8 parlor, 19 passen- 
ger. 2 postal and 9 baggage and express cars; 221 box and 
129 flat cars; 1 paymaster’s and 20 gravelcars. One postal 
car was added, 

The general account is as follows: 


Stock ($8,135 per mile)..... 
Bonds ($9,045 SIG boss <b x ide va: boc bes vase 
Current accounts and balances, pay-rolls, ete 
Profit and loss paare wach Goan oo whe 


jpenacet $1,456,200.00 


5th sb siibdn > oes PP eet ee fe 
Road and equipment ($18,660 per 
LTA aso hod ebb wines seas webs’ euae $3,540,323.59 
SL, «ss duboneoenvabss thin 13,900.00 
Cash and receivables........... ...... 115,154, 12 





——— $3,469,377.71 

The funded debt consists of $648,700 sterling bonds, due 
in 1881; $221,400 sterling bonds due in 1886, and $749,000 
dollar bonds, due in 1896, The annual interest charge is 
$106,850, or $597 per mile. The credit of the company is 
good and it is thought that there will be no difficulty in plac- 
ing new bonds to pay the $648,700 due next year, 





North Carolina, road is $260,000 per year, so that there was | 


$187,565.25 | 


= condition, but that there is an urgent need of new shop | 
) 





On the Richmond & Dauville Division the mile-tons of | 2 permanent additions to property, bringing the whole 


jexpenses up to $330,284.57, which is ean increase of 
| $18,113.94 over the total expenses of the preceding year. 
| This increase is due largely to increased renewals and the 
| substitution of better and more lasting materials and struc- 
tures for the old and worn-out ones. Deducting extraordi- 
nary expenses in both years, the net earnings were: 1878-79, 
$175,673.20 ; 1877-78, $175,644.73; increase, $28.47, or 
substantially no change. 

During the year, 1,514 tons steel rails and 71,617 ties— 
mostly cypress—were used in renewals, and much ballasting 
done. There are still 29 miles of old rails in the track, which 
will soon have to be replaced. Wilmington wharf was ex- 
tended, a new warehouse built at Magnolia, and extensive 
renewals of bridges and trestles made. One locomotive was 
rebuilt, and two postal cars built in the shops. 

Locomotive mileage for the year was as follows ; 








1878-79. 1877-78. Inc. or Dec, P. ¢, 
Passenge1 . 250,303 229,197 I, 21,106 9.2 
Freight. 184,216 177,080 I. 7,136 4.0 
Service.... 40,037 19,032 Il. 21,005 110.5 
Switching. . 31,051 32,251 D. 1,200 H 





457 560 1, 
15.778 1. 4,657 10.5 
12.53 ets. D. 1.48 cts. 118 


The increase in train mileage was considerable, and was 
made necessary by increase in traffic. As shown above, the 
freight receipts increased largely, though passenger earnings 
diminished, largely on account of the sale of round-trip 
through tickets in the winter months. -In connection with 
the roads north of Weldon, passenger and baggage cars are 
now run through to Washington 

The income account was as follows: 


Total icp 505,607 
Average per engine...... 17,435 
Cost per mile. . 11.05 ets. 


Assets at commencement of year 
Gross earnings, as above.... 
Interest, etc., received... 


$88,600.95 
505,957.77 


1,467.37 


oo SA ee rer eer Ty cere ee $596,026.09 
All expenses, as above 
Interest paid ....... 106,047 .29 
Dividend, 3 per cent 43,569.00 
Old accounts closed. ... , a 78.00 
Floating debt reduced. ah 893.02 
—————— $480,871.97 
wawaden $115,154.12 
President Bridgers’ report notes the improved condition of 
the road, and states that 1,500 tons of steel rails have been 
bought for renewals during the current year. Several 
bridges will have to be replaced this year, and a new round- 
house is very much needed. None of the steel rails used on 
this road have yet worn out, while its experience shows that 
American iron rails will last 15, and English 10 years, It 
| is believed that steel rails are well worth the extra cost, if 
| only for the saving in track repairs. 
| 


Assets at close of year 





The report refers to the discussion now going on over 
through and local rates and to the greater expense of hand- 
ling local freight. The Auditing Committee of stockholders 
refer to the same matter, and suggest that the accounts be 
kept so as to show the exact cost and profit on each class of 
business, 


Wilmington, Columbia & Augusta. 


This road extends from Wilmington, N. C., to Columbia 
8. C., 189 miles. It was recently sold under toreclosure, anc 
is now in process of reorganization. No full report was 
issued for the last fiscal year, ending Sept. 30, 1879, but we 
have received from President Bridgers the following state- 
| iments for that period. 

The general account at the close of the year was as fol- 
lows: 


Stock . vs . 
First-mortgage bonds... ; . 83,200,000 
Certificates of indebtedness, due Sept. 1, 
eee . 
Coupons due June 1 and Dec, 1, 1877..... 


$300,000.00 


336,000 
224,000 

— 3,760,000.00 
600,000.00 
826,000.00 


53,022.52 


Income bonds an trees 
Bills payable due Southern Railway Security Co..... 
Current balances, pay-rolls, ete. ‘ 
..$5,530,022.52 
A SY5.87 
26,194.71 
102,801.51 
458,630.43 
- —$5.539,022.52 
Inthe new company, we believe, the old mortgage in- 
cumbrances are to be represented largely by stock. 
The earnings for the year were as follows: 
1878-79. 1877-78. Inc, or Dec, P. c. 
$118,306.71 D. $16,960.79 14.3 
328,679.79 D. 46,371.48 14.1 
62,712.37 1.. 31,942.87 50.9 





Total eee . pé 
Road and property......... vcccveesee 
Stocks owned. . 

Cash and accounts receivable 
Profit and loss ens . 


Passage : .... $101,346.92 
Freight.... ose. 282,208.36 
Mail, express, etc. 94,655.* 








Total........$478,309.52 $509,698.87 D. $31,389.35 6.2 
Expenses .. 486,319.96 411,040.27 1. 75,279.69 18.3 
Deficit ... $8,010.44 fonsecdn Seethiccaeeter gaxas 
Net earn. ... besten GOB GSS. GO icc ckcse Deeds 
Gross earn. per 
| Os oe 2,530.74 2,696.82 D. $166.08 6.2 
Net earn, per mile. saith ia 8 eae ere —— 
Per cent. of exps. 101.67 76.93 I. 24.74 32.1 


There was a considerable loss both in passenger and freight 
business, and a large increase in expenses, the result being a 
deficit for the year. The income account was as follows : 
Assets at ClOBD OF YOR. . cis ces ccccccesccencesccvssocss $150,201.02 
Receipts, as above......... ae oes maha 478,309 .52 
Interest received.... ‘ eer . 1,248.84 
Reduced property account, six engines on Wil, & Wel- 

GOR TORG: «2000022 . - Soe eeiesn<.sas.0b 
| Reduced stock in Pioneer Steamboat Co........ 





70,500.00 
4,026.03 


, ... .B704,285.41 
.. $486,319.96 
$3.02 
104,918.62 
et heer ie 10,202.30 
Bs Ae a a 102,801.51 


Total Sbdvobnds 
Expenses as above..... 
Decreased debt.... . 
Assets at close of year.... 








704,285.41 

The total quantity of freight moved was 111,848 tons, of 
which 74,656 tons were way, and 37,192 tons through 
freight. Of cotton there was carried 64,942 bales, of which 
12,965 bales were through from Columbia, the balance local. 
Of merchandise, 57,505 tons were carried; of naval stores, 
22.640 barrels spirits of turpentine and 124,148 barrels 
rosin 

















